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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





THE TRANSPORTATION ASSOCIATION 


HE first annual report of the Transportation Asso- 

ciation of America indicates that it has adopted a 
permanent program of research—a program intended 
not only to develop facts with respect to the unwisdom 
of a policy of government ownership of the railroads 
but to furnish foundation for a permanently sound 
transportation policy that would make government 
ownership unnecessary even from the point of view of 
those who now favor it. 

All this, however, necessary and valuable as it is, 
takes money, and the report, in that respect, is not 
so encouraging. The association does not seem to be 
meeting with the degree of financial support to which 
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we think it is entitled. The reasons for this, of course, 
are several. One is the ever present difficulty in sep- 
arating anybody from his money for any purpose, 
however worthy, unless direct financial profit can be 
shown; another is the multiplicity of the organizations 
that are now working against government ownership 
—though most of them, as a matter of fact, are not 
asking for money; another, perhaps, is to be found 
in the fact that the association does not confine its 
efforts to opposing government ownership but aims 
to propose some substitute—some reform—that would 
solve the transportation problem without resort to pub- 
lic ownership and operation, and fear as to what this 
plan might be deters some whose immediate, selfish 
interests do not accord with some things that would 
obviously and necessarily be embodied in a sound trans- 
portation policy, from supporting so broad a program 
as that proposed by the Transportation Association of 
America. It is not the first institution with pure mo- 
tives and high purposes to suffer from this evil and 
small-minded selfishness; we can only hope that others 
will be the more generous. This is no time for an 
organization of this sort to fail; it ought to grow and 
thrive in this breathing spell afforded by the fact that 
Congress is not in session. 


SUBSIDY AND MERCHANT MARINE 
ROVISION has now been made by Congress for 
direct subsidies to aid the American merchant 

marine. Earlier attempts, such as that made in the 
Harding administration, to obtain enactment of such 
legislation, failed. The word, “subsidy,” was not popu- 
lar in Congress. Then, in 1928, the ocean mail subsidy 
law was enacted and subsidization of the American 
merchant marine was begun. It may be that members 
of Congress did not fully realize they were voting for 
“ship subsidy” when they approved the act of 1928, 
but they were. The system provided for in the act of 
1928, however, became the subject of severe criticism 
and the act approved by the President this week was 
the result of that criticism. 

The American merchant marine in recent years 
has been attacked in many quarters. Administration of 
shipping laws, including the subsidy legislation, opened 
the way for criticism, some of which may have been 
unjust. The old Shipping Board, however, could have 
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saved the merchant marine from some of this criticism 
if it had been a better administrator of the shipping 
laws. There was the instance in which it granted long- 
term loans for the construction of ships at a rate of in- 
terest that approached zero because it accepted a con- 
struction of the law permitting it to do that, though 
there was ground for holding that Congress did not 
intend that such a low rate of interest be accorded bor- 
rowers. It did not help the merchant marine by that 
action. 

Whether or not the American merchant marine 
truly makes progress under the new shipping act, pro- 
viding both for regulation and subsidies, will depend, to 
large extent, on what the United States Maritime Com- 
mission does. If the new commission administers the 
law in such way as to earn the respect of the public, if 
it acts to the end that an adequate merchant marine 
shall be built up with the aid of the public funds to be 
used for that purpose, and if it is able to keep in close 
touch with the shipping industry but hold aloof to the 
extent necessary if the new law is to be administered 
in the public interest, it may do a worth-while job for 
American shipping and the public generally. 

One of the things that caused trouble for the old 
Shipping Board was a seeming disposition to keep cer- 
tain of its activities secret. Action was taken and noth- 
ing was said about it. The new commission, a public 
body, should make it possible for the public to find out 
what it is doing when it does it and not six months or 
a year later. When a decision is made as to expenditure 
of the public’s money, the commission should make the 
fact known. It should “play no favorites” as to that or 
anything else. 

It will require the ablest of men to make a suc- 
cess out of the administration of the subsidy act. If 
“second-raters” are appointed as members, it does not 
require a seer to tell what the end will be. The Ameri- 
can merchant marine has been kicked around a lot. 
The new commission can do much toward bringing 
that to an end. 


THE JEWEL, CONSISTENCY 


NE of the complaints made by the railroads against 
the Federal Coordinator of Transportation—while 
he was functioning—was that he gave to the press re- 
ports and surveys made by members of his staff, 
though they had not been translated into orders and 
might not even have his full approval, thus creating 
the public impression that the railroads were failing to 
do things that the Coordinator had found they should 
do, instead of at least first giving the railroads a chance 
to consider the suggestions. There was some justifica- 
tion for the complaints in some instances. 

But one of the last acts of the Coordinator was to 
turn over to the railroads a report made by his sec- 
tion of purchases suggesting that large savings could 
be made in the purchase and handling of supplies and 
materials for use in their restaurants and dining cars. 
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He did not intend it for publication and did not make 
it public; it was intended merely for the guidance of 
the railroads. But it appeared, with much display, in 
a railroad magazine, July 4. It could have been ob- 
tained only from railroad sources. Of course, we long 
since learned that consistency was rare, but here is 
another proof of that truth. 


THE TRUCK TAKES TO THE RAILS 


HEN Professor Van Metre, of Columbia, and 

R. C. Henry, of the Association of American 
Railroads, prepare the next revisions of their picture 
books on transportation there is one photograph they 
ought to have. It should have been taken under flood- 
lights the night of June 7, 1936, on the track of the 
Great Western Railroad on the east bank of the river 
in Chicago and show a string of flat cars on each of 
which two highway trailers rest ready for an over-the- 
rail trip to the Twin Cities. Such a picture, we believe, 
will be necessary in any future history of transporta- 
tion because it represents what seems to be a major 
development in transportation—the first crude attempt 
at a new method of hauling freight. 

As to what this new type of transportation may 
accomplish and what effect it may have on existing 
transportation facilities and practices, we do not know 
and we doubt whether anyone else knows. Predicting 
the effect of the introduction of new industrial facil- 
ities is dangerous. It usually takes a period of experi- 
mentation followed by a period of trial under actual 
working conditions to furnish an indication of just 
how widespread the effect of such new things is going 
to be. The difficulty, so far as transportation is con- 
cerned, is that the maze of regulation in which it is 
tangled makes such experimentation and trial exceed- 
ingly difficult. Were the new plan applicable to some 
other industry, it could simply be put in effect with 
the idea in mind that, if it succeeded, it would remain 
in effect and be developed and, if it failed, it would be 
discontinued. 

In transportation, however, such a thing is impos- 
sible. The history of the Great Western-Keeshin at- 
tempt to haul truckloads over the rails was several 
months old before a picture of the first trainload of 
trucks could be taken. There were months of jockey- 
ing with tariffs before the Commission, hearings, 
arguments and briefs—with the whole matter still far 
from settled when the train headed for St. Paul. 

Now that the tariff has gone into effect and the 
traffic has started to move, the possibility of abandon- 
ing the service, should it prove impracticable, would 
present a situation fully as complicated. The inflexi- 
bility of the process extends to both ends of the experi- 
ment. 

From the layman’s point of view, the new service 
seems a logical development in transportation. It is 
obvious that a trainload of trailers can be hauled over 

(Continued on page 62) 
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i, Pie Teale Worle 


Current Topics in 
Washington 





Without doubt drought and heat 
conditions are terrible in the 
afflicted areas. Yet it is impossible 
to bar the suspicion that, in a good 
many places, the New Jersey peach 
erop killer is enthroned. 

Older folk will recall that every spring, in the days of 
their youth, they read reports that the New Jersey peach crop 
had been killed by frost. Yet only at long intervals did there 
appear to be a real shortage of peaches. 'i‘hose whose peaches 
were nipped by frost, it may be admitted, were in sort straits— 
at times. But the public generally was not distressed. 

In those days there were not so many reporters and so 
many telegraph and telephone instruments per capita as there 
are now—nor so many statisticians to gather the data of dole- 
fulness. 

It is a matter of epistolary record in reputable publica- 
tions that the dust storms in recent years seemed no worse in 
given areas than in former ones. In those years, however, the 
national government did not go with money to relieve every 
local disaster. So Washington, where there are more news- 
paper reporters to the acre than probably in any other two 
spots on earth, had not so much drought and disaster news to 
send forth. The Washington men and the stricken area report- 
ers sing, so it seems to many, an antiphonal chorus of woe. Yet 
because the world war did cause a great increase in acres under 
cultivation, it might be suggested, it is not improbable that the 
spot where dust storms may arise are greater now than ever 
before. Another suggestion is that because of the increase in 
area of cultivated land, the extent of drought areas may be 
greater than ever before. 

But it is to be remembered that, in the 1880’s and earlier, 
cattle were driven from drought areas to feeding lots. Nowa- 
days there are so many fences cattle drives can no longer be 
made. So the Commission issues drought relief rate orders in 
greater numbers than in early years because rail hauling of 
live stock is the only relief the stricken cattle owners can invoke 
for themselves. Perhaps shortly the national government will 
take over that sort of relief. Then bad climate and weather 
conditions will be more highly publicized than ever. 


New Jersey Peach 
Crop Killing Reporter 
in His Glory 





Taking of leave from his office by Post- 
master General Farley for the period of 
the national political campaign, it may be 
suggested, is a gesture, but not much more. 

Some man in every President’s cabinet, 
Democratic and Republican, has as his 
primary duty that of looking after the President’s political 
fences. Farley has frankly held that post since March 4, 1933. 
Walter Brown and others have been chief political lieutenants. 
Farley has been franker than his predecessors. He has held 
the national chairmanship and his cabinet portfolio at the same 
time. It is doubtful, however, if he has done any more political 
work than his political lieutenant predecessors. They did all 
they could do, and that is as much as Farley has done. At 
times political hypocrisy is greater than at others. 


Now Farley 
Is to Be 
Away on Leave 





That paraphrase of a statement about 
the making of books is to serve as a re- 
introduction of No. 24049, A. Johnston, 
Grand Chief Engineer of the Brotherhood 
of Locomotive Engineers, etc., vs. Alton 
et al. Another introduction seems desir- 
able for the reason that the case, even in the hearing aspect, 
is more than five years old. The first attempt to tell, under oath, 
what it was all about, took place March 31, 1931. It was in a 
State of suspended animation from September 24, 1931, to 
April 7, 1936. It remained alive from that day until May 1, 
1936. Then it relapsed into a semi-comatose condition until July 
6—that is, until the first working day of this week, when Direc- 
tor Bartel, of the Commission’s Bureau of Service, and Ex- 
aminer King breathed the breath of life into it again by hold- 
ing another hearing. 

What’s it all about? It is the formal docket complaint of 
the Brotherhood of Locomotive Engineers the purpose of which 
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is to require the Commission to issue an order directing the 
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railroads of the country to equip their locomotives with auto- 
matic stokers—‘iron firemen,” the advertising men call them, 
when they suggest that one attach the apparatus to the home 
heating piant and thereby make for the more abundant life of 
the master of the house; also for the wife and the handmaiden 
when he is away. 

But, 1f the Commission orders the installation of the auto- 
matic stokers, it will be on the ground that they are needed to 
assure greater safety in the operation of trains. Naturally, 
theretore, there has been a good deal of testimony intended to 
show that safety would be promoted—that is, that accidents 
have occurred that would not have happened had there been 
iron firemen on the foot boards of the locomotives instead of 
brawny chaps armed with scoop shovels. ‘lhe railroads made 
no serious objection, if any, to the introduction of testimony of 
that sort. It was merely the opinion of the witness. The com- 
piaining railroad men, however, through their lawyer, did object 
to testimony of men who had opinions to the contrary. When 
objection was made Director Bartel had to sustain it on the 
ground that the testimony was merely speculation. 

‘the tive years of suspended animation were due to the 
litigation about the power reverse gear case. It was recognized 
that the fundamental question in the stoker case was the same 
as that in the gear case. It was deemed wise to hold off in 
the stoker case until the judgment of the court was handed 
down so that when the taking of testimony in the stoker case 
was resumed it would be modeled so as to meet the require- 
ments of the law as declared by the Supreme Court. 

A thought in connection with the matter is that if the talk- 
ing continues in as prolix a manner in the future as in the 
past engines will be equipped with automative stokers, not par- 
ticularly because they wiil contribute definitely to safety but 
because they will increase the efficiency of engines and save 
fuel. Efficiency, meaning the doing of things at less effort and, 
therefore, at less cost, is the thing most men believe the rail- 
roads need more than, perhaps, some other agencies. Efficiency 
means, among other things, reduction in the number of acci- 
dents and reduction in accidents means reduction in cost. New 
heavy duty engines are being fitted with stokers, almost, if 
not altogether, as standard equipment. 

While automatic stokers will increase efficiency, the basic 
question is always whether a capital expenditure can be made, 
with profit, before it is necessary to make a capital expenditure 
on a new facility. A few years ago, on cross examination, Daniel 
Willard was taken to task because he had not put brick arches 
in his locomotives. 

“Of course, arches are good,” said he, sharply, to the cross 
examiner. “Will you lend me the money to provide them?” 





John L. Lewis, head of the 
United Mines Workers, in his 
determination to organize the 
by industrial units instead of 
steel industry in his way—that is, 
craft unions, it is suggested, is 
laying the foundation for much discomfort, if not agony, on 
the part of some politicians. Time was when a heavy per- 
centage of American voters seemed opposed to the government’s 
getting back of any move for the closed shop—that is an estab- 
lishment in which a wofkman not equipped with the card of 
some union might not be employed. 


Just how much of the electorate is of that opinion now 
nobody seems to know, hence shivers of fear. Here is Washing- 
ton the powers that be are regarded as putting the government 
back of any and all moves for closed shops as nearly 100 per 
cent as possible. Lewis has had the ear of President Roosevelt 
ever since he first put forth the idea that later became the 
NRA. Lewis and his own brain trust—for he has one—put out 
that idea early in the second era of the Roosevelt family, for 
the bituminous coal industry. 


Fundamentally, the proposal was for a combination of 
miners and operators in which wages, prices, and areas of dis- 
tribution would be established under “codes of fair competi- 
tion.” Early in NRA days the corporate heads of the coal com- 
panies were opposed to the idea. But it was sold to men who 
boss presidents and chairman of boards, so one day the presi- 
dents and executive heads came into line. The NRA idea had 
been taken by President Roosevelt for spreading over all 
industries. The coal company executives, however, hung back 
until they got word from the all highest in finance and industry. 
Then they accepted and the blue eagle was sent soaring over 
all except a few big units in the automotive industry. 

It may be that Lewis is determined to unionize the steel 
industry regardless of whether there are or are not laws forcing 
industry into regimentation under the government. It is to be 
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noted, however, that the government, just at the time when 
Lewis was “warning” the steel industry heads that they would 
not be allowed to resist unionization by him, filed a brief in 
the suit brought by the National Labor Relations Board against 
the Jones and Laughlin Steel Corporation asking the circuit 
court of appeals sitting at New Orleans to reconsider its deci- 
sion that the Wagner labor relations act was unconstitutional 
because it undertook to have the national government regulate 
the relations between employer and employe in manufacturing, 
which is not commerce among the states, but something wholly 
under the control of state governments. 

To that extent the administration in Washington was openly 
backing Lewis. Another fact that might be taken as indicating 
that the Roosevelt administration is behind Lewis in his union- 
ization move is the assertion of the lieutenant governor of Penn- 
sylvania, a steel worker, that relief would be given to steel 
men who might lose their jobs, in the impending war between 
employer and employe. That meant, in the final analysis, that 
the money collected by the government from the steel com- 
panies, farmers, and others not directly involved in the fore- 
shadowed conflict, would be used for the benefit of one of the 
parties to the controversy. That is to say that the government, 
to that extent, would take sides. 

Now, if politicians outside of the immediate areas of con- 
flict could only find out how the voters would divide on the 
controversy, they would be happy. Otherwise, it is suspected 
that the salesman with ready made storm cellars for the use of 
scared politicians seeking office, would do well in the areas 
where uncertainty as to the division prevails.—A. E. H. 





THE TRUCK TAKES TO THE RAILS 
(Continued from page 60) 

the rails cheaper than a caravan of tractor-trailers 
can be driven over the highways. Equally obvious is 
the good sense of putting traffic on rails that lie idle 
most of the time and taking it from the highways 
where, whether or not the question of the traffic capac- 
ity is involved, certainly the safety and convenience 
of the private automobile driver is. 

The new service should be watched with particular 
interest by the trucker. Justly or unjustly, he has been 
accused of most of the wear and tear on the highways; 
justly or unjustly, the claim has been made by high- 
way authorities that there is a substantial “added cost”’ 
in the construction and maintenance of highways to 
accommodate heavily loaded trucks and trailers, and 
in not a few states the taxes of the trucks have been 
adjusted with this added expense in mind. With the 
bulk of the long-haul truck traffic moving on rails, the 
truckers would have a potent weapon to combat the 
spread of such added taxes. 


Secondly, the new service should develop along 
lines that would save the trucker money. While the 
rate for the Great Western service was based on ten 
cents a mile, because that is what the Keeshin com- 
pany figured its own actual cost of trailer transporta- 
tion on the highway, obviously there must be money 
advantages less direct or the trucking company would 
not have been so interested in establishing the service. 
In the long run, there can be no question but that the 
cost of the rail haul will be less. The shipper, too, 
will then benefit. It seems to us that here, clearly, 
is the establishment of a transportation facility that 
answers the conditions of more efficiency and economy. 

We think we understand the rail lines that op- 
posed the plan. They have seen their merchandise 
freight business dwindle by two-thirds in the last ten 
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years. The agency that took from them this part 
of their business was the highway truck. It is 
quite understandable that they should be reluctant 
now to form a liaison with the truck, especially since 
such an arrangement is likely to take away the one- 
third of the business they still have. 


On the other hand, we cannot see by what process 
of thinking the railroads figure that they can keep 
that one-third from following the two-thirds to the 
highways. Just plain good business sense, it seems 
to us, ought to make them welcome any plan that will 
produce for them some revenue out of the traffic they 
are not now hauling. To the extent that the new 
service will do that for the Great Western, that railroad 
has the initial advantage over its rail competitors. 

The move of those competitors to reduce to the 
truck level all-rail merchandise freight rates from Chi- 
cago to the Twin Cities is apparently a step in the right 
direction. It may well cause the shipper who has been 
paying the high L. C. L. rates to cock a questioning 
eyebrow, however. If the drastically reduced rail rate 
represents any kind of return to the railroad, he has 
a right to wonder how much too high are the rates 
he has been paying. The Great Western arrangement 
does not invite that sort of questioning, since, in point 
of cost to the railroad, there is no comparison between 
hauling a string of trailer loaded flatcars from one 
point to another and the cost of the all-rail service, 
which includes picking up and assembling package 
freight, loading it in box cars, unloading it, sorting it, 
and delivering it. 


Of all of the arguments with which the competitor 
railroads opposed the new service the one that seemed 
to us to have the least weight was that based on the 
danger to the present rate structure. To us it was an 
illuminating illustration of the lengths to which the 
railroads have gone to make a god out of their rate 
pattern. In relation to the traffic now moving over 
the highways, those rates are paper rates anyway. 
And you can’t stop the wheels of progress with a sheet 
of paper—or even with a ribbon of red tape. 


PAYMENT OF RAIL PENSIONS 


The Railroad Retirement Board had under consideration 
this week the question of whether it would certify to the 
Treasury payment of pensions to eligible railroad employes 
who wish to retire. 

The board, it is understood, takes the position that, under 
the pension-tax act decision of Justice Bailey of the federal 
district court of the District of Columbia, holding void the tax- 
ing act as to railroad companies and intervening employes of 
the Atlantic Coast Line but not holding void the railroad re- 
tirement act which provides for payment of pensions out of 
funds appropriated therefor by Congress, it may certify the 
payment of pensions. 

Employes retiring now and accepting a pension, it is 
pointed out, face the uncertainty of the outcome of the litiga- 
tion involving the taxing and pension acts. If the Supreme 
Court should decide that both acts are void, such retired em- 
ployes could not be paid a pension. 

Members of the Railroad Retirement Board conferred with 
President Roosevelt July 9 on the question of paying pensions 
to retired railroad employes. It was stated at the Board’s 
offices that no decision had yet been reached on the question. 
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Decisions of Interstate Commerce Commission 





PERISHABLE FREIGHT CHARGES 


ty extensive readjustment of charges for refrigeration serv- 
ice on fruits, melons and vegetables has been ordered by 
the Commission in No. 20679, charges for protective service to 
perishable freight, opinion No. 21201, 215 I. C. C. 684-800, to 
be effective September 10. The Commission summarized its 
report in head notes as follows: 


1, After investigation, the cost of the several elements entering 
into the furnishing of refrigeration service througout the country de- 
termined and set forth. 

2. Reasonable charges for the future for standard refrigeration 
service on apples, citrus fruits, deciduous fruits, melons, and vege- 
tables from Arizona and California origins to destinations in the Den- 
ver, Colo., group and groups east thereof prescribed. Basis for such 
charges from Arizona and California origins to other destination ter- 
ritory indicated. 

3. Reasonable charges for the future for refrigeration service under 
rules 240, 242, 245, 247, and 249, where applicable, on apples, citrus 
fruits, deciduous fruits, melons, and vegetables from Arizona and Cali- 
fornia origin points to certain teritory prescribed. Unit costs, as indi- 


cated, to be applied by cariers to arrive at charges to other destina- 
tions. 


4. Charges for service under section 4 of the tariff required to be 
the full cost of furnishing that service. 

5. Carriers found to have the right to restrict the initial icing of 
cars by shippers, but not the right to prohibit shippers from precooling 
shipments in cars while lacking adequate facilities for performing 
that service themselves. 


The order as issued, erroneously, required the charges 
under refrigeration rules Nos. 240, 242, 245, 247, and 249 of 
the perishable protective tariff on apples, citrus fruits, de- 
ciduous fruits, melons, and vegetables from origin points in 
Arizona and California to Denver, Colo.; Wichita, Kan.; Kansas 
City, Mo.; Chicago, Ill.; and St. Louis, Mo.; Indianapolis, Ind.; 
and New Orleans, La.; Cincinnati, O.; Detroit, Mich.; and Pitts- 
burgh, Pa.; New York, N. Y.; Philadelphia, Pa.; and Atlanta, 
Ga.; and Boston, Mass., and points in the United States now 
grouped with those destinations to be effective not later than 
September 3. Examiner F. L. Sharp, who did much of the 
work in connection with the report, said that it was originally 
intended to have the order effective September 3 and that it 
was in error to retain September 3 in one part of the part 
after it had been decided that the order should be effective 
on the later day. 


There is uncertainty as to the revenue effect of the re- 
vision or readjustment of the charges ordered by the Commis- 
sion. The impression, however, is that there will be only a 
moderate, if any, change in the total revenue. At present the 
carriers have in effect charges for standard refrigeration serv- 
ice from points in Arizona and California to destinations in 
western and eastern territories which were reduced at the 
earnest request of shippers May 16, 1933. Some of the new 
charges will be higher than those at present in effect. A table 
of the prescribed charges for standard refrigeration also shows 
what are called the regular tariff charges in effect prior to 
May 16, 1933, the present rates and those ordered for the 
future. It is hereinafter set forth in full. 


This proceeding was originated March 12, 1928, under an 
order which was amended October 23, 1931. The Commission 
has proceeded under that amended order in the gathering of 
data on which this report and order are based. The investiga- 
tion was into the justness, reasonableness and lawfulness of 
the charges of all common carriers subject to the interstate 
commerce applicable under sections 2, 3, 4, and 5 of their per- 
ishable protective tariff for the protection against heat or cold 
of perishable freight, such as fruits, vegetables, berries, melons, 
fresh meats, packing house products, dairy products, bananas, 
and cocoanuts, from and to all points of origin and destina- 
tion in continental United States, except section 2 charges 
from points of origin in the states of Florida, Georgia, South 
Carolina, North Carolina and Virginia to points in official classi- 
fication territory as covered by the order of investigation in 
No. 17936, Refrigeration Charges on Fruits, etc., from the 
South, 151 I. C. C. 649, 172 I. C. C. 3, called the Southeastern 
case, and into and concerning the character, extent, and cost 
of such protective service, with a view to prescribing such just 
and reasonable charges therefor as might appear to be war- 
ranted. The report and order pertain to fruits, melons and 
vegetables. 





This investigation, according to the report, was predicated 
on the theory that the charges for refrigeration service should 
cover all the costs occasioned by that service, but no more, 
leav:ng the transportation expense, that would be incurred 
whether or not refrigeration service be furnished, to be pro- 
vided for by the line-haul rates. The purpose throughout the 
report, according to its own declaration, was to show the addi- 
tional cost entailed by the refrigeration service and to fix 
charges that would fairly cover such costs plus a reasonable 
profit. 


To a large extent the report was one of cost accounting 
and the amount of the investment of the railroads in refrigera- 
tion facilities. The railroads showed a book investment in prop- 
erty used in furnishing icing service of $25,341,881.08 as of 
December 31, 1934, of which $1,548,018.03 was the value of the 
land. The Commission made a valuation and found the pres- 
ent value, including amounts for land and working capital, for 
the purposes of this proceeding, to be $19,231.905. A large part 
of the report was devoted to that valuation proceeding. 


The Commission found the average cost of ice in bunkers 
of cars, including provisions for a reasonable return on the 
investment in icing facilities and working capital and other 
elements of expense, to be varying sums, which it said they 
might charge at group-border station. The charges for ice 
varied from a low of $3.05 a ton in California group 2A to 
$6.35 in group 11, the latter consisting of Maine, New Hamp- 
shire, Vermont, Massachusetts, Connecticut and Rhode Island. 


The Commission was unable to come to a conclusion of 
its own as to the amount to be allowed for the haulage of ice 
but said that on the whole it thought the result obtained under 
the carriers’ method was fairly representative and should be 
used. For the switching of cars for icing purposes the Com- 
mission found that for the future charges of 45 cents for each 
icing at stations on the lines of the Santa Fe, Southern Pacific, 
Union Pacific, and Western Pacific systems in Arizona, Cali- 
fornia, Nevada and Oregon, and of 80 cents for each icing at 
all other stations except those in the territory east of the 
Mississippi River and south of the Ohio and Potomac Rivers, 
to cover the cost of switching refrigerator cars to and from 
ice docks, would be reasonable. 


For bunker repairs the Commission said that a uniform 
charge of $5 a car a trip under bunker refrigeration would be 
reasonable. It found that a charge of $5 a car for each trip 
on shipments under top or body ice for the purpose of cover- 
ing damage to the car would be reasonable. The Commission 
found that the carriers should have an allowance to provide for 
the expense incident to the payment of loss and damage claims 
amounting to 21 cents a car for each trip on apples and citrus 
fruits; 26 cents on deciduous fruits and melons; and 36 cents 
on vegetables. 


A further finding was that the carriers might not under 
present conditions prohibit shippers from performing precool- 
ing in cars, nor from furnishing ice for that purpose. It found 
that for the future a charge of $6 a car to cover the cost of 
precooling at Colton and San Bernardino, Calif., would be rea- 
sonable. With respect to charges for standard refrigeration 
the Commission said: . , 


In view of the magnitude of the task of furnishing details as to the 
cost of service to each destination, and of the probability that the 
cost of service throughout the respective groups is approximately the 
same as the cost to the representative destinations, we find that charges 
for standard refrigeration service for the respective commodities from 
origin points in Arizona and California to (1) Denver, Colo., (2) Grand 
Island, Nebr., Wichita, Kans., San Antonio, Tex., (3) Kansas City, Mo., 
(4) St. Louis, Mo., Minneapolis-St. Paul, Minn., Chicago, Ill., (5) In- 
dianapolis, Ind., New Orleans, La., (6) Cincinnati, Ohio, Detroit, Mich., 
Pittsburgh, Pa., (7) Atlanta, Ga., New York, N. Y., Philadelphia, Pa., 
and (8) Boston, Mass., not in excess of those set forth in the following 
table will be reasonable for the future, and we further find that, for 
the future, charges for standard refrigeration service for the respective 
commodities from origins in Arizona and California to the destinations 
in each group represented by one of the above-named points which shall 
be the same as the charges prescribed for that service to the represen- 
tative destination will be reasonable, provided, however, that the latter 
finding is without prejudice to the complaint of any party in interest 
concerning the grouping of any particular destination or destinations. 
TaBLE 2.—Charges for standard refrigeration service from points in 

Arizona and California to destinations in rate groups described in 


perishable protective tariff 
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Decidu- 
Citrus ous Vege- 
Apples* fruits* fruits* Melons* tables* 


Representative points 
in tariff group 


| ove ccus Sve 0% 1 $65.00 $65.00 $75.00 $80.00 $60.00 
Tie oe niek peo aienin ses tele 2 58.50 58.50 67.50 72.00 54.00 
Sees 60.00 65.00 80.00 52.00 
er 1 70.00 70.00 80.00 85.00 65.00 
ete ES Sree eee 2 63.00 63.00 72.00 76.50 58.50 
ee eee 65.00 70.00 85.00 55.00 
ns ee, RE. 6 aise c's ones 1 75.00 75.00 85.00 90.00 70.00 
SE. 6 wie sake.vnd whin Ske pie 2 67.50 67.50 76.50 81.00 63.00 
RRL R. CAs. ie Sw hie dai 3 75.00 70.00 72.50 87.50 60.00 
Chicago, Ill., and St. Louis, 
ie ate ak oe ah bmw ae 1 80.00 80.00 90.00 95.00 75.00 
MT cchbus aves kee enia eee 2 72.00 72.00 81.00 85.50 67.50 
RS ee Re SP 77.00 79.00 90.00 67.00 
Indianapolis, Ind., and New 
,. B.  icsasse otence 1 85.00 85.00 95.00 100.00 80.00 
BE eae ae 2 76.50 76.50 85.50 90.00 72.00 
aS es SC 80.00 82.50 90.00 67.00 
Cincinnati, Ohio, Detroit, 
Mich., and Pittsburgh, Pa.1 90.00 90.00 100.00 105.00 85.00 
Dot ; ‘ .....-2 §81.00t 81.00t 90.00 94.50t 76.50t 
Bb «ve ene aie ences ee 86.50 85.00 95.00 70.00 
New York, N. Y., Philadel- 
phia, Pa., and Atlanta, Ga.1 95.00 95.00 105.00 110.00 90.00 
TEE a, SR ERI ie 2 85.50§ 85.50§ 94.50§ 99.00§  81.00§ 
eee eee 3 95.00 95.00 95.00 105.00 80.00 
NE eer 1 100.00 100.00 110.00 115.00 95.00 
EE A Es eek 2 90.00 90.007 99.007 103.507 85.509 
miter het nah kha wank basta’ 3 100.00 100.00 97.50 109.00 85.00 


*Amounts shown represent (1) regular tariff charges, (2) present 
temporary charges, and (3) maximum charges for the future. 

tAt the request of shippers the charges for standard refrigeration 
service were temporarily reduced 10 per cent effective May 16, 1933. 
The reduced rates were accompanied by a note indicating their expira- 
tion on May 31, 1934. This date has been extended from time to time 
and is now April 30, 1937. Both the former and the reduced rates are 
carried in the tariff. 

tNot applicable to stations in Alabama on the Atlanta, Birmingham 
& Coast Railroad, Atlantic Coast Line Railroad, Seaboard Air Line 
Railway, nor Western Railway of Alabama, nor to Florida group I 
stations. 

§Not applicable to Florida group 2 nor Georgia stations. 

{Not applicable to Florida group 3, nor North Carolina or South 
Carolina stations. 


The Commission prescribed charges for modified refrigera- 
tion service under section 2 of the tariff. That modified service 
is less than the standard and is furnished on request of the 
shippers. Service furnished by the carriers on cars that are 
marked not to be re-iced in transit or are to have top or body 
icing comes under the head of modified refrigeration service. 
The table may be illustrated by setting forth the fact that 
the charge on cars marked “do not re-ice” from points in Ari- 
zona and California on apples to Denver is reduced from $13 
to $10, and to Boston from $20 to $15. The charge on vege- 
tables initially iced by carrier and re-iced once by the carrier 
from Arizona and California to Boston for illustration, is re- 
duced from $69 to $49 a car. 

Findings as to charges under section 4 of the tariff are 
as follows: 


We find that it is, and for the future will be, unreasonable in vio- 
lation of section 1 and in contravention of section 15a of the inter- 
state commerce act for respondents to fail to publish and collect 
reasonable charges for services rendered by them under section 4 
of the perishable protective tariff, and we further find, as previ- 
ously set forth herein, that such reasonable charges will be as fol- 
lows: 


For ice placed in the bunkers of refrigerator cars, charges as stated 
in table 1 of this report, provided that when considered necessary 
for competitive reasons respondents may publish for application at 
any group-border station the charge as indicated in said table for 
the group adjoining the group in which such station is situated. 

For switching refrigerator cars to and from ice docks, 45 cents 
per icing at stations on the lines of the Santa Fe, Southern Pacific, 
Union Pacific, and Western Pacific systems in Arizona, California, 
Nevada, and Oregon, and 80 cents per icing at all other stations 
except stations in the territory east of the Mississippi River and 
south of the Ohio and Potomac Rivers. 

For supervision, 82 cents per icing in the territory west of the 
Mississippi River, 97 cents per icing in the territory east of the 
Mississippi River and north of the Ohio River and the southern 
boundaries of Virginia and West Virginia, and 69 cents per icing 
in the territory east of the Mississippi River and south of the Ohio 
River and the southern boundaries of Virginia and West Virginia. 

For station and auditors accounting 35 cents per car per trip. 

For bunker repairs $5 per car per trip, provided that no such 
charge shall be made on shipments moving in cars owned or leased 
by the shipper, the costs of reparis to which cars are not borne by 
the carriers. 

For ice haulage 0.75 mill per ton-mile. 

We further find rule 238 of the perishable protective tariff unrea- 
sonable in violation of section 1 and in contravention of section 15a 
of the interstate commerce act to the extent that it fails to provide 
for the collection by intermediate and terminating carriers of their 
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costs, as determined herein, from the carriers to which the refrigera 
tion charges are credited. 


Commissioner Caskie, concurring generally in the report, 
said he did not agree with the finding of the majority that 
the carriers had the right to restrict the initial icing of cars 
so that they alone might furnish the ice for filling the bunkers 
“except when the ice is supplied from a plant manufacturing 
ice, owned and operated by the shipper on or before October 1, 
1933.” He said he believed that the shippers should be per- 
mitted to continue to furnish the initial ice in the bunkers in 
all instances where they precooled the cars, on the ground that 
the initial icing in such instances could be more efficiently 
and economically accomplished by the shippers than by the 
carriers and that in effect it was a preparation of the com- 
modity for shipment. He said that Commissioner Porter con- 
curred in that expression. 

Commissioner Aitchison, also concurring, joined with Com- 
missioner Caskie in his views as to the right of the rail carriers 
to reserve the initial icing of cars to themselves. He said he 
did not concur in the prescription of a precise rate which the 
carriers must exact under section 4. To his mind, he said, a 
fair return might be waived by a carrier entitled to it, if it 
desired, and in competing with other forms of transport, regu- 
lated and not regulated, within a certain zone of reasonable- 
ness it should be permitted to shade a charge below a sum 
synthetically built up to include a proportion of all costs, 
whether fixed or variable. He said that Commissioner Lee 
concurred in that expression. 

Chairman Mahaffie, dissenting in part, said he disagreed 
with the finding as to ice haulage. He thought the allowance, 
0.75 mill a ton-mile, was inadequate. 





P. & N. MAIL PAY 

The Commission, by division 3, in No. 9200, railway mail 
pay, application of the Piedmont & Northern Railway Co., has 
found that that railroad is a railway common carrier within 
the meaning of the act of July 28, 1916, and not an urban and 
interurban electric-railway common carrier. This finding was 
made on an application by the Piedmont & Northern that its 
compensation for transporting the mails be established on the 
rates prescribed for railway common carriers.in Railway Mail 
Pay, 144 I. C. C. 675. 

Under classification by the Post Office Department as an 
“urban and interurban electric railway common carrier’ the 
Piedmont & Northern has been paid the rates established by 
the Commission for such carriers in Electric Railway Mail 
Pay, 98 I. C. C. 737. Under that classification it has been re- 
ceiving pay at the rate of 4 cents a mile. Classified as a rail- 
way common carrier and paid at the rates established for 
such carriers, its pay will be 4.5 cents a mile. That rate of 
pay is to be retroactive to February 26, 1936. 


COMMISSION REPORTS 


Wooden Berry Boxes 


No. 27007, Cumberland Fruit Package Co. vs. C. St. P. M. 
& O. et al. By division 3. Applicable rates sought to be col- 
lected on 45 carloads, wooden berry boxes, Cumberland, Wis., 
to destinations in Illinois, Michigan and Minnesota unreason- 
able. Defendants authorized to waive collection of outstand- 
ing undercharges. Shipments were made between April 21, 
and August 24, 1931, and between June 2 and August 8, 1932. 
Court action was begun to collect undercharges. The Commis- 
sion found that the rates charged were inapplicable; that the 
rates on the shipments not nested, were the second-class rates, 
minimum 10,000 pounds, subject to Rule 34, and on mixed ship- 
ments, nested and not nested, the fourth class rates, minimum 
18,000 pounds, subject to Rule 34; and that the applicable 
charges were unreasonable to the extent that they exceeded 
those which would have accrued at the concurrently applicable 
lumber rates, minima 30,000 pounds for cars less than 36 feet 
in length and 34,000 pounds for cars 36 feet or longer, treat- 
ing each car as a separate shipment in those instances where 
two cars were furnished in lieu of a larger car ordered. Repara- 
tion awarded. Defendants authorized to waive collection of 
outstanding undercharges to the extent that the applicable 
charges thereon exceeded those found reasonable. 


Grain Products 


Fourth section application No. 16107, Grain Products to 
Louisville, Ky., also embracing a part of fourth section appli- 
cation No. 15550. By division 2. Illinois Central and connec- 
tions, either the Big Four or the Pennsylvania, authorized, in 
fourth section order No. 12394, to establish, maintain or con- 
tinue rates, grain products, points on the Illinois Central in 
Illinois and Indiana to Louisville, Ky., by way of Chicago, Il. 
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thence over the lines of the Big Four or the Pennsylvania with- 
out observing the long and short haul part of section 4. The 
authorization is subject to the fifty per cent circuity limitation. 


Soapstone 


I. and S. No. 4139, soapstone and talc from and to southern 
points. By division 4. Report by Commissioner Porter. Pro- 
posed schedules, for the basing of rates, soapstone and ialc, 
from and to southern points and to and from points in official 
territory, found not justified without prejudice, however. The 
finding is without prejudice to the filing of schedules of rates 
from Henry, Va., to destinations in official territory 2 cents 
a 100 pounds higher than the rates which would apply from 
Roanoke, Va., to the same destinations based on the per- 
centages generally applicable within official territory. 


Petroleum Products 


Fourth section application No. 15991, petroleum products, 
Flinton, Ill., and No. 16201, asking for relief in connection with 
rates, petroleum products originating at Robinson, Ill. By 
division 2. Parties to Peel’s I. C. C. Nos. 2751 and 2745 author- 
ized in fourth section order No. 12392 to establish proportional 
rates, refined petroleum products, Flinton, Ill., applicable on 
shipments originating at Bridgeport, Robinson and Lawrence- 
ville, Ill., to points in Louisiana west of the Mississippi River, 
Arkansas, Texas, Oklahoma and Kansas, without observing the 
long-and-short-haul part of section 4, the same as rates con- 
temporaneously in effect on like traffic from St. Louis, Mo. The 
relief is subject to the 3344 and 50 per cent circuity limitations. 


Cement 


Fourth section application No. 16318, cement from Kansas 
gas belt to New Mexico. By division 2. Missouri Pacific and 
other carriers authorized in fourth section order No. 12393 to 
establish rates, cement, carloads, and on concrete mixture in 
mixed carloads with cement, points in the Kansas gas belt to 
destinations in New Mexico, without observing the long-and- 
short-haul part of section 4 over their indirect routes the same 
as those contemporaneously maintained over any line or route 
from and to the same points constructed on the basis of scale 
IV rates prescribed in Western Cement Rates, 48 I. C. C. 201, 
52 I. C. C. 225, 69 I. C. C. 644, 132 I. C. C. 273, and Oklahoma 
Portland Cement Co. vs. D. & R. G. W., 128 I. C. C. 63. Relief 
is subject to 50 per cent circuity limitations. 


NORTH WESTERN ABANDONMENT 


The Commission, by division 4, in Finance No. 11106, Chi- 
cago & North Western Railway Co. trustee abandonment, has 
authorized the trustee to abandon about 8.45 miles of branch 
line at Caledonia and Harlem, Ill. A part of the line at Rock- 
ford, Ill., is to be retained. The parts of the branch marked 
for abandonment, according to the report, showed operating 
deficits ranging from $5,835 in 1935 to $16,296 in 1930. Counsel 
for protesting interests ask dismissal of the application on the 
ground that the line was an intrastate line or that it had been 
operated only as a switch track bringing it within the except- 
tion of section 1(22) of the interstate commerce act. 


YUMA VALLEY OPERATION 


The Commission, by division 4, by supplemental order in 
Finance No. 10735, Southern Pacific Co. operation, has modi- 
fied its order of February 26, 1935, 207 I. C. C. 15, so as to 
extend the term by which the Southern Pacific Co operates over 
the so-called Yuma Valley Railroad in Arizona owned by the 
United States to July 31, 1937. The Southern Pacific and the 
United States have modified their trackage contract so that 
operation by the Southern Pacific over the government line 
will continue for another year. 


NEW HAVEN REORGANIZATION 


The trustees of the New York, New Haven & Hartford, in a 
letter to the Commission, in Finance No. 10992, New York, 
New Haven & Hartford Railroad Co. reorganization, have 
expressed the opinion that William W. Meyer, their counsel, 
is entitled compensation at the rate of not less than $20,000 a 
year. The Commission, December 17, 1935, fixed the maximum 
compensation of Mr. Meyers at $15,000 a year, which the 
trustees said was $500 a year less than he received as general 
counsel of the New Haven. : as 

Mr. Meyer’s compensation, the trustees say, is low in view 
of the fact that he has continued in charge of the law and 
finance departments and has assumed the additional duties 
and responsibilities arising out of the reorganization proceed- 
ing. They said that he was doing the work that was formerly 
performed by a vice-president in charge of law and finance. 
In addition to doing the law work, for the New Haven, he is 
also doing that sort of work for the system companies. In 
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1929, the letter points out, the compensation of the general 
counsel for the New Haven and its subsidiaries totaled $49,500. 

Statistics were included in the letter to make a comparison 
of the gross revenues of the New Haven system and the pay 
of its chief counsel with the gross revenues of other railroads 
in the process of reorganization. That comparison showed that 
Mr. Meyer under the compensation fixed by the Commission 
would have lower compensation than the chief counsel of any 
other railroad. 

In closing their letter the trustees said it was only by 
payment of compensation which compared favorably with the 
compensation received by others in similar positions that they 
felt that they could feel assured of retaining the services of 
Mr. Meyer. 


SOO LINE FINANCING 


The Commission has issued a corrected report in Finance 
No. 9166, Minneapolis, St. Paul & Sault Ste. Marie Railway Co. 
reconstruction loan in which it approved extension of a $5,000,- 
000 RFC loan maturing August 1 (see Traffic World, June 20, 
p. 1191). The corrections were in recitals respecting the finan- 
cial condition of the carrier. In the report the Commission 
called attention to the fact that, as stated in previous reports, 
$71,147,000 of the applicant’s first consolidated mortgage bonds 
would mature July 1, 1938. It added to that statement the 
words “and a financial reorganization at that time would appear 
to be necessary.” In view of present indications that the Ca- 
nadian Pacific would continue to furnish financial assistance 
enabling the applicant to meet its current requirements the 
Commission was of the opinion that an immediate reorganiza- 


tion would not promote the interest of the carriers, its creditors, 
or the public. 


W. & L. E. STOCK 


The Wheeling & Lake Erie. in Finance No. 6100, stock 


of the Wheeling & Lake Erie Railway Co., has asked the Com- 
mission to modify its report and order of February 24, 1927, 
so as to permit it to carry out the permission granted by the 
Commission, June 30, in Finance No. 11235 to issue not ex- 
ceeding 118,826 shares of its 4 per cent cumulative non-con- 
vertible non-redeemable prior lien stock, 102,140 shares of its 
5% per cent cumulative convertible preferred stock and 337,723 
shares of its common stock, the stock to be delivered on a 
par for par basis for an equal amount of outstanding stock 
of the respective classes. 

The petitioner points out that the modification desired is 
necessary so as to enable it to reduce the amount of common 
stock from 222.276 to 102,140 shares; to provide that the com- 
mon stock shall be issued only in conversion of 102,140 shares 
of the 5% per cent cumulative preferred stock and to pro- 
vide that the shares of common stock so to be issued shall 
contain the terms and provisions consistent with amendments 
to the articles of incorporation of the applicant adopted by its 
shareholders on June 29, 1936. 


et UNCONTESTED FINANCE CASES 


Report and certificate in F. D..No. 11203, Trinity Valley Southern 
Railroad Company Abandonment, permitting abandonment, as to inter- 
state and foreign commerce, by the Trinity Valley Southern Railroad 
Company of its entire line of railroad in Walker and San Jacinto 
Counties, Tex., approved. 

Report and order in F. D. No. 11212, Norfolk & Western Railway 
Company Acquisition, approving and authorizing acquisition by Nor- 
folk & Western Railway Company of the physical properties of the 
Tug River & Kentucky Railroad Company, Williamson & Pond Creek 
Railroad Company, Buck Creek Railway Company, and Knox Creek 
Railway Company, approved. i 

Report and order in F. D. No. 11188, Louisville & Nashville Rail- 
road Company acquisition, approving and authorizing acquisition by 
Louisville & Nashville Railroad Company of the properties, rights 
and franchises of the Black Mountain Railroad Company, approved. 

Report and order in F. D. No. 11189, Louisville & Nashville Rail- 
road Company acquisition, approving and authorizing acquisition by 
Louisville and Nashville Railroad Company of the properties, rights 
and franchises of the Cumberland & Manchester Railroad Company, 
approved. 


FINANCE APPLICATIONS 

Finance No. 11271. Wilson McCarthy and Henry Swan, trustees of 
the Denver and Rio Grande Western ask authority to issue $1,650,000 
of trustees’ certificates of indebtedness, dated July 31, of which $1,000,- 
000 will be payable December 31, 1936, and $650,000 will be payable 
April 30, 1937, with interest at the rate of four per cent. The money 
to be raised on the certificates is to be used in paying taxes, the pur- 
chase of steel and the making of improvements. 

BMC-F 68. Barker Transportation Co., Duluth, Minn., asks author- 
ity to purchase the franchises and motor vehicles of M. J. Patrykus, 
doing business as Patrykus Transit Co., the latter operating in Minne- 
sota, Wisconsin, and Illinois, for one dollar, $5,000 of the stock of the 
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Barker Transportation Co. and employment of M. J. Patrykus at a 
salary of $200 a month. 

No. BMC-F 69. Pacific Freight Lines, Los Angeles, Calif., asks 
authority to purchase the operative rights of C. B. McClain, of Los 
Angeles, in order to give a well rounded service between Los Angeles, 
Calif., and Talbert, Westminster, Huntington Beach, Newport Beach, 
Balboa, and Laguna Beach, Calif. Applicant has purchased the Cali- 
fornia intrastate operative rights of McClain and wishes to obtain his 
interstate right for $100. 

No. BMC-F 70. Olson Transportation Co. of Green Bay, Wis., and 
Wheeler Transportation Co. of Menasha, Wis., ask authority to re- 
organize and consolidate into a proposed resulting corporation whose 
correct name will be Olson Wheeler Lines, Inc. 

Finance No. 11128, applicaion of Port Isabel & Rio Grande Valley 
Railway for authority to construct extension in Cameron county, Tex. 
Applicant asks permission to amend its application so that the cer- 
tificate to be issued by the Commission may contain certain terms and 
conditions with respect to the use of the proposed extension. 

Finance No. 11268. Boise & Western Railroad Co. revises its ap- 
plication for permission to remove part or all the tracks operated by 
it between Boise and Star, Ida., and between Boise and Onweiler. 

No. BMC-F 71. E. T. & W. N. C. Motor Transportation Co., John- 
son City, Tenn., asks authority to operate, under lease, the properties 
of the Imperial Transportation Co. The latter operates in North 
Carolina and Virginia as a carrier of property. 

No. BMC-F 72. T. S. Carter and Elton Cooley, doing business as 
Inter State Motor Lines, Salt Lake City, Utah, asks authority to pur- 
chase the motor carrier properties of L. B. Nield and W. E. Nield, 
doing business as Nield Brothers Transfer Co., at Montpelier, Ida., 
for $5,362.84. 


PETITIONS FOR REHEARING, ETC. 


Fourth Section Application No. 15424, fertilizers from Wilming- 
ton and Acme, N. C. Seaboard Air Line Railway asks for modifica- 
tion of fourth section order No. 12357. 

No. 26518, South Carolina Produce Association vs. A. C. L. et al. 
Complainants ask for reopening and reconsideration with respect to 
reparation on shipments of potatoes. 

1. and S. No. 3636, cotton, woolen and knitting factory products 
between interstate points; No. 24139, North Carolina Corporation Com- 
mission et al. vs. A. W. et al.; No. 24140, Same vs. A. & R. et al.; 
and No. 24901, National Association of Cotton Manufacturers vs. B. 
& M. et al. Carriers in Southwestern Freight Association territory ask 
that the effective date of the order be postponed for a period of not 
less than six months. 

1. and S. No. 3636, cotton, woolen and knitting factory products 
between interstate points; No. 24139, North Carolina Corporation Com- 
mission et al. vs. A. & W. et al.; No. 24140, Same vs. A. & R. et al.; 
and No. 24901, National Association of Cotton Manufacturers vs. A. 
B. C. Boat Line et al. E. B. Boyd, chairman of the Western Trunk 
Line Committee asks for a postponement of the effective date of the 
order for a perior of six months beyond August 8. 

No. 17000, part 7, grain and grain products within western dis- 
trict and for export. A. E. Staley Manufacturing Co. asks for re- 
opening and reconsideration of supplemental order of March 4. 

No. 26833, C. H. Masland & Sons, Inc., vs. Reading Co. C. H. 
Masiand & Sons, Inc., by its aiilurney, William H. Neely, asks that 
the Commission further reconsider its order dated February 24, 1935. 

No. 27179, S. A. Gerrard Co. et al. vs. A. C. & Y. et al. Complain- 
ants ask for rehearing, reargument and reconsideration before the 
entire Commission. 

No. 26512, Blackwood Coal & Coke Co. et al. vs. Interstate Railroad 
Co. et al. Defendants other than the Southern Railway System and 
the Interstate Railroad Co., ask for rehearing and reargument of the 
case also postponement of the effective date of the order entered dated 
May 11, 1936. 

No. 26937, National Mortar & Supply Co. vs. Pennsylvania et al. 
Norfolk & Western and the Virginian Railway Co. ask for modifica- 
tion of the report and order of division 2, dated May 28, so far as it 
describes southern territory, so as to exclude from that territory 
certain lines of the petitioners which are properly within official ter- 
ritory. 

1. and S. No. 4143, dairy products from western trunk line terri- 
tory to official territory. Duluth Chamber of Commerce asks for a re- 
opening for the purpose of argument, upon the record as made, decided 
March 20, involving rates on dairy products from western trunk line 
territory to official territory. 


No. 26937, National Mortar & Supply Co. vs. Pennsylvania et al. 
Chesapeake & Ohio asks for modification of the report and order of 
division 2, so far as it describes southern territory, so as to exclude 
from that territory the lines of the petition in Kentucky which are 
properly within official territory. 

No. 26512, Blackwood Coal & Coke Co. et al. vs. Interstate Rail- 
road Co. et al. Harlan Coal Operators Association asks for reopening 
and postponement of effective date of order pending general investi- 
gation to be instituted by the Commission, of rates from both groups 
here involved to all southern and southeastern territory. 

No. 26878, Long Island Coal Merchants’ Association, Inc., et al. 
vs. Long Island Railroad Co. et al., and a sub-number thereunder, 
Queens-Bellaire Coal Co., Inc., et al. vs. Same; and No. 27073, Laurel- 
ton Fuel & Supply Co., Inc., vs. Same. Complainants ask for further 
hearing and reargument. 


COMMISSION ORDERS 
No. 27418, Traffic Association of the South Atlantic Ports et al. 
vs. A. & R. et al. Mobile Chamber of Commerce, Alabama State Docks 
Commission, Mobile Traffic Association, Allied Mills, Inc., and Theo. 
Strivers Milling Co. permitted to intervene. 
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Finance No. 3385, construction of extension by Cambria & Indiana 
Railroad. Time within which the Cambria & Indiana shall commence 
and complete the construction of the extension of its railroad further 
extended to July 1, 1937, and June 30, 1938, respectively. 

No. 20251, J. Allen Smith & Co., Inc., vs. Southern et al. Order 
entered February 21, which was to have become effective on August 
4 on not less than 30 days’ notice further modified to become effec- 
tive on November 2 on not less than 30 days’ notice instead. 

Finance No. 8480, Kansas City Terminal Railway Co. construction. 
Time within which the Kansas City Terminal shall complete the con- 
struction of an extension of its railroad in Jackson county, Mo., fur- 
ther extended to September 30. 

No. 21373, Commonwealth of Kentucky et al. vs. A. & W. et al. 
and a sub-number thereunder, Frankfort Chamber of Commerce vs, 
Same. Effective date of order of December 9, 1935, which was to 
have become effective on July 29, 1936, is postponed until October 27 
on not less than 30 days’ notice. 

No. 21665, North Carolina Corporation Commission vs. A. C. & Y. 
et al. and a sub-number thereunder, Southside Virginia Just Freight 
Rate Association vs. A. C. L. et al. Effective date of order of De- 
cember 9, 1935, which was to have become effective on July 29, 1936, 
is postponed until October 27 on not less than 30 days’ notice. 

No. 26650, American Fruit Growers, Inc., et al. vs. A. C. & Y. 
et al. Order of April 28 which was to have become effective on or 
before August 6 modified to become effective on September 5 on not 
less than 30 days’ notice. 

No. 26488, East Tennessee Border Traffic Association vs. A. C, 
& Y. et al., and No. 7865, Chamber of Commerce of Johnson City, 
Tenn., vs. Southern et al. Order of February 4 which was to have 
become effective on Julyt 29 is postponed until October 27 on not 
less than 30 days’ notice. 

1. and S. No. 4208, grain to, from and between southern territory. 
Order of May 28 vacated and set aside. Proceeding of investigation 
ordered continued on the issues raised therein and that Grain and 
Grain Products to and Within Southern Territory, No. 17000, Part 
7-A, and other cases previously associated therewith be consolidated 
with the above-entitled proceeding for further proceedings and dis- 
position. ; 

No. 13449, North Carolina Pirie Association et al. vs. A. C. L. et 
al.; No. 19191, Birch Valley Lumber Co. vs. Strouds Creek & Mud- 
dlety Railroad Co. et al.; No. 21476, Perrine-Armstrong Co. vs. Penn- 
sylvania et al.; No. 21616, Sub. No. 1, Perrine-Armstrong Co. vs. 
Pennsylvania et al.; No. 22032, Everett Hardwood Lumber Co. et al. 
vs. H. & B. T. M. & Coal Co. et al.; No. 23381, Boydton Manufac- 
turing Co., Inc., et al. vs. Southern et al., and a sub-number there- 
under, Phillips Lumber Co., Inc., vs. C. & O. et al.; and No. 23385, 
Barnes Lumber Corporation et al. vs. C. & O. et al. Petition filed by 
Southern Pine Association, National Retail Lumber Dealers’ Associa- 
tion, Birch Valley Luntber Co., Everett Hardwood Lumber Co., Con- 
solidated Lumber Co., Boydton Manufacturing Co., Inc., Barnes Lum- 
ber Corporation, and Phillips Lumber Co., Inc., for vacation of order 
entered May 13, denied. 

No. 24139, North Carolina Corporation Commission et al. vs. A. & R. 
et al.; No. 24140, Same vs. Same; and No. 24901, National Association 
of Cotton Manufacturers vs. A. B. C. Boat Line et al. Order of 
November 21, 1935, as modified by orders of March 7 and April 3, 1936, 
which was to have become effective August 8, modified so as to become 
effective February 8, 1937, as to rates from, to, and between poirts 
in southwestern territory, and November 6 as to other rates. In all 
other respects order of November 21, 1935, as modified by orders of 
March 7 and April 3, 1936, shall remain in full force and effect. 

1. and S. M-1, mid-western class and commodity rates. Respondents 
having filed a tariff effective June 15, cancelling schedules under sus- 
pension and continuing the present provisions in effect, order of May 16, 
vacated and set aside and proceeding discontinued. 

Fourth Section Application No. 15680, fertilizer to southern terri- 
tory. Petition dated June 8 filed by W. S. Curlett for a further modi- 
fication of fourth section order No. 11685, denied. 


ABSORPTION PLANT MATERIAL 

The Commission, by order, in No. 13535 et al., consolidated 
southwestern cases, not a report and order, has modified its 
order of April 5, 1927, so as to permit the publication of a 
reduced carload rate of 60 cents a 100 pounds, not subject to 
an emergency charge, minimum 40,000 pounds, to be main- 
tained for 90 days from the effective date, for application to 
the transportation, from Lefors and Wesco, Tex., to Rodessa, 
La., of second-hand absorption-plant material, without provid- 
ing for corresponding reductions from or to other points. The 
material on which the rates apply consists of boilers; engines; 
absorber towers; heat exchangers; pumps (power); iron or 
steel tanks, set up, U. S. standard gauge No. 2 or thicker, and 
necessary fittings; in straight or mixed carloads or in mixed 
carloads with steel buildings, knocked down. 


SUSPENDED TARIFFS 

In I. and S. No. 4218, the Commission has suspended from 
July 6 until February 6 schedules in supplement No. 5 to Pied- 
mont & Northern I. C. C. No. 202. The suspended schedules 
propose to provide, at points on its line, for the absorption by 
the P. & N. of the switching charges of its connecting lines 
on carload traffic, including trap cars and station order cars, 
on which it receives a road-haul, or to permit that carrier, 
at its option, to substitute dray or truck service at its own 
expense, between cars on its rails and platforms or doorways of 
consignees or consignors, located at private or assigned sidings. 
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Proposed Reports in I. C. C. Cases 





SCOTT MOTOR ACQUISITION 


N the ground that the price paid for the stock was not war- 

ranted by the earnings of the company, Examiner John S. 
Higgins in BMC-F 6, Scott Bros., Inc., acquisition of control of 
W. G. Corporation, has recommended that the Commission deny 
authority for purchase by the Scott corporation of the stock of 
W. G. Corporation for $10,000. The applicant is controlled 
through joint ownership by American Contract & Trust Co., 
described as a wholly owned subsidiary of the Pennsylvania 
Railroad Co. The applicant operates over 400 units of equip- 
ment in a general trucking business in Massachusetts, Rhode 
Island, Connecticut, New York, New Jersey, Pennsylvania, 
Delaware, Maryland, Virginia, and the District of Columbia. 
The examiner said it also performed station-to-station service 
for the railroad. The W. G. Corporation, according to the exam- 
iner, operates within a radius of 100 miles from Jersey City 
in a general trucking business and also rents trucks with driver 
furnished to Joseph T. Ryerson & Son, Inc., distributors of 
steel products at Jersey City. 


According to the report, $10,000 was paid by the applicant 
for the stock under an agreement between the applicant and the 
United States Truck Lines, Inc., the latter being the owner of 
the W. G. Corporation stock. 


“The action of applicant in making payment for stock and 
in exercising control is deserving of censure,” said the examiner, 
“and such transactions should not be consummated prior to 
obtaining the approval of this Commission.” 


The application was filed March 3, 1936, several months 
after the money was paid. The examiner said while there was 
sufficient evidence that the service to the corporation’s largest 
patron would be materially improved and the coordinated rail- 
truck service in the Jersey City area would be of substantial 
public benefit by reason of expedited service and elimination of 
classification yard and transfer expense, these were not the 
only elements to be considered in determining the public in- 
terest. 


“The cost of acquiring properties which will render this 
service is an important factor,” said the examiner. ‘Neither 
the net asset value of the corporation’s stock, nor its past earn- 
ings as reflected on its books, appear to justify the price paid 
for such stock. Adequate, efficient and economical service, as 
well as the best use of transportation facilities, is adversely 
affected by excessive and wasteful financial outlays for proper- 
ties rendering such service. The public interest would not be 
promoted by approval thereof even though there is every indi- 
cation that the applicant is financially able to make such pur- 
chase. Excessive expenditures on the part of either financially 
strong or weak carriers for stock at a price entirely out of 
proportion to its asset or earning value should not be en- 
couraged.” 


LOS ANGELES MOTOR MUNICIPALITY 


Examiner A. S. Parker, in BMC C-4, municipality of Los 
Angeles, has recommended that the extended area of the 
municipality of Los Angeles and municipalities contiguous 
thereto and the zone adjacent to and commercially a part of 
that municipality or municipalities be defined for the adminis- 
tration of section 203(b)(8) of the motor carrier act as follows: 


On the south, beginning at the mouth of the San Gabriel River on 
the western shore thereof and proceeding in a westerly direction, by 
the Long Beach-Wilmington-San Pedro shore lines, including Terminal 
Island, and the wharves thereof, thence following the short line in a 
northwesterly direction through Whites Point, Long Point, Clifton. 
Redondo Beach, Hermosa Beach, El Segundo, Venice and Santa Monica 
to the city limits of Los Angeles at a point just east of Topango Can- 
yon, thence following the city limits of Los Angeles in a generally 
northern direction to a point near Santa Susana Pass, thence following 
the said limits in a generally eastern and southern direction to the 
intersection of Foothill Boulevard (Michigan Avenue), thence along 
Foothill Boulevard to the city limits of Pasadena at or about Highland 
Avenue, thence in an easterly direction along the northern boundaries 
of the cities of Pasadena, Altadena, Sierra Madre and Monrovia, thence 
south along the eastern boundary and west along the southern boundary 
of Monrovia to the intersection of Peck Road, thence in a southwesterly 
direction along Peck Road and the eastern and southern boundaries of 
El Monte to Lexington and Gallatin Road, thence in a southwesterly 
direction along said road and San Gabriel Boulevard to Anaheim Road, 
thence southeast on Anaheim Road to the west bank of the San Gabriel 


River, thence along the west bank of the River in a southerly direction 
to the starting point. 


In accordance with the practice of the Commission in the 
administration of the motor carrier act there is a notice on 
the covering page of the report saying that exceptions, if any, 
must be filed with the secretary of the Commission, and served 
on all other parties in interest, within 25 days from date of 
the service shown above which was July 8. Otherwise, the 
notice said, at the expiration of that 25-day period an attached 
order would become the order of the Commission and would 
become effective unless exceptions had been seasonably filed 
by other parties, or the order had been staid or postponed by 
the Commission. 

The situation at Los Angeles, the examiner said, on ac- 
count of its extension to the cities of San Pedro and Wilming- 
ton, its complete surrounding of the separate municiplaity of 
San Fernando, and other geographical facts, was probably 
without parallel anywhere in the country. In bringing his dis- 
cussion to an end he said: 


But the statute does not impose a condition that the entire transpor- 
tation between points in a central city must be performed wholly 
within the corporate limits thereof. The fact that some of the terri- 
tory traversed by certain of the main highways leading from the center 
of the city to the harbor is not in municipalities whose boundaries 
actually touch or border upon the limits of Los Angeles, or that por- 
tions of such territory are not compact industrial sections, is of little 
consequence if they may reasonably be considered as within a zone ad- 
jacent to and commercially a part of the municipal-zone area. Where 
as here there is an unbroken line of urban communities intermediate 
to two sections of the central municipality and it may fairly be in- 
ferred that other communities in the immediately adjacent territory 
are a part of one integral commercial area having its nucleus in the 
central city, and probably owe their existence to the proximity thereto, 
all such localities should be included in the one municipal-zone area. 


CHICAGO MOTOR MUNICIPALITY 


_ Examiner T. B. Johnston, in BMC C-3, municipality of 
Chicago, has recommended that extended area of the munici- 
pality of Chicago and municipalities contiguous thereto and 
the zone adjacent to and commercially a part of that munici- 
pality or municipalities be defined as follows: 


Starting on the north at Waukegan, IIl., and following Illinois 
Highway No. 20 west of its junction with Illinois Highway No. 176, 
thence south on No. 176 to and including Libertyville and Mundelein, 
[ll., thence south on Illinois Highway No. 54 to its junction with TIli- 
nois Highway No. 22, thence west on No. 22 through and including 
Lake Zurich to its junction with Illinois Highway No. 63-A, thence 
south on No. 63-A through and including Barrington, IIl., to West 
Dundee, Ill., thence south on U. S. Highway No. 430, through and 
including Elgin and St. Charles, IIl., thence south and east on U. S. 
Highway No. 30, through and including Geneva, Batavia, Aurora, 
Plainfield, Joliet, and Chicago Heights, Ill., and Dyer and Scherer- 
ville, Ind., thence to the eastern boundary line of Lake County, Ind., 
thence north along said county line to Lake Michigan. 


Exceptions, if any, must be filed within 20 days from the 
date of service of the report, July 8. 

The recommendation made by Examiner Johnson is for the 
definition of an area in and around Chicago for the adminis- 
tration of section 203(b)(8) of the motor carrier act larger 
than the area advocated by those seeking the establishment 
of a small area and smaller than that advocated by those seek- 
ing the larger. 

“In determining what is the commercial zone or industrial 
area of the municipality of Chicago a line must of course be 
drawn somewhere,” says the examiner, “but where it should be 
drawn must depend upon all the facts developed. The advent 
of the motor truck and the construction of good roads have 
played a pertinent part in the growth and number of munici- 
palities and industrial zones, that may be said to be commer- 
cially a unit. The great strides made by motor carriers in the 
distribution of goods now results in deliveries being easily 
and commonly made at considerable distances. However, rela- 
tive distances alone are not controlling. Commercial competi- 
tion and the interest of consumers also are pertinent condi- 
tions.” 

It was difficult to determine a reasonable commercial area, 
said the examiner, because the areas contended for by the 
parties were, in some instances, too comprehensive and in other 
instances too small. A further difficulty arose from the fact, 
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said he, that generally within the area sought the same or 
similar service was performed by both cartage and line-haul 
carriers at different rates. However, he added, viewing the 
situation as a whole, the record warranted the findings on which 
he based the description of the zone embodied in the proposed 
order hereinbefore set forth. 

The classification of groups of motor carriers within the 
area as proposed by him, the examiner said, would be made 
the subject of a further report. The examiner said the making 
of classifications of carriers was not considered in this proceed- 
ing. 

Briefly stated, the examiner said, the issues in this inves- 
tigation were as follows: : 


Section 203 (b) (8) of the Motor Carrier Act, 1935, provides that, 
unless the Commission finds that application is necessary, nothing in 
this act, except the provisions of Section 204, shall be construed to in- 
clude the transportation of passengers or property in interstate or for- 
eign commerce wholly within a municipality or between contiguous 
municipalities or within a zone adjacent to and commercially a part 
of any such municipality or municipalities, except when such trans- 
portation is under a common control, management, or arrangement, for 
a continuous carriage or shipment to or from a point without such 
municipality, municipalities, or zone, and provided that the motor car- 
rier engaged in such transportation of passengers over regular or ir- 
regular route or routes in interstate commerce is also lawfully engaged 
in the intrastate transportation of passengers over the entire length of 
such interstate route or routes in accordance with the laws of each 
state having jurisdiction. Section 204-c confers upon the Commission 
the authortiy to establish from time to time just and reasonable classi- 
fications of brokers or of groups of carriers included in the term ‘‘com- 
mon carrier by motor vehicle’ or ‘‘contract carrier by motor vehicle”’ 
as the special nature of the services performed by such carriers or 
brokers shall require; etc. Although the order entered by the Commis- 
sion in respect of classification is limited to the determination of car- 
riers within the Chicago area, the authority conferred upon the Com- 
mission by said section is not so limited. 


The importance of defining or determining the limits of the 
area of the municipality of Chicago, contiguous municipalities 
and the zone adjacent to and commercially a part of such 
municipality or municipalities, the examiner said, was obvious 
as the motor carrier act exempted, except as heretofore stated, 
certain motor carriers operating therein from all the provisions 
of the act. 

“There are now hundreds of local motor vehicle operators 
serving within this commercial area,” says the examiner. “It 
appears that this exemption was placed in the act in order to 
make it practicable and to relieve the local truckmen from cer- 
tain of the detailed provisions contained therein. State statutes 
regulating the operation of motor vehicles generally contain 
somewhat similar provisions.” 


The commercial area of Chicago, the examiner said, lay 
within a theoretical radius line forming a semicircle, starting 
on the north and running to the west, south, and southeast. The 
Chicago railroad switching district, he said, was approximately 
40 miles in length and from 12 to 15 miles wide, and densely 
populated. It covered an area larger than any other switching 
district in the country, he added, comprising over 600 square 
miles, was served by approximately 35 railroads, which main- 
tained a network of more than 5,500 miles of track, 160 yards, 
73 freight stations, and on March 1, 1935, served 5,895 indus- 
tries situated therein. He said it had to be conceded that the 
switching district was established solely to serve the needs of 
the railroads and other forms of transportation within the area 
under investigation in this case and those needs were not con- 
sidered herein. 


Free pick-up and delivery service of less-than-carload 
freight within the Chicago area was described by the examiner 
who added that the motor carriers received compensation from 
the railroads under contract. He said the Chicago district or 
commercial area as defined by the Chicago Association of Com- 
merce and the Industrial Traffic Council for the purpose of 
location of industries was the same as that designated by the 
Bureau of Census, Department of Commerce, and included the 
counties of Cook, Du Page, Kane, Lake, and Will in Illinois, 
and Lake County in Indiana. This area, in some instances, he 
said, was within a radius of 45 miles from the corporate city 
limits of Chicago. 

Various trucking industries and individual truckers, Ex- 
aminer Johnston said, submitted exhibits containing what they 
alleged constituted the commercial area. The areas so sub- 
mitted, he said, ranged from the corporate city limits of Chi- 
cago, including Cicero, Berwyn, Oak Park and Evanston, IIl., 
to various points approximately 60 miles from Chicago. The 
largest area contended for, which he says was that of the 
Cartage Exchange of Chicago, was within a radius of about 60 
miles from Chicago. 

It was testified by motor carriers principally performing 
line haul or over the road service, and in some instances local 
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cartage service into and out of Chicago, said the examiner, 
that the commercial area should be designated as that en- 
closed within the corporate city limits. They contended that 
any further extension of the area would be detrimental to the 
public interest and the trucking industry because different rules, 
regulations, methods, and basis of publishing rates would apply 
to each of the various carriers. For example, it was argued 
that over the road or line haul carriers who interchange inter- 
state freight at Chicago with other line or road haul motor car- 
riers, forwarding companies, railroads and steamship companies 
for delivery just outside the city limits of Chicago were re- 
quired to charge their published through or combination rates, 
whereas if the commercial area was extended as sought by the 
cartage operators they could perform this service at contract 
rates with only their minimum charges being required to be pub- 
lished. It was also argued, he said, that if a 50-mile radius zone 
was found reasonable it. would continue the present chaotic con- 
ditions of nonregulated carriers competing with regulated car- 
riers for over the road traffic. If, on the other hand, they said, 
the area was confined to the city limits all rates to points out- 
side of the limits would be required to be published and all 
operators would be operating on generally the same rate. It 
was also testified, said the examiner, that at present few if any 
operators or shippers knew just what their competitors were 
charging or paying for the same service. 

“The prescription of a reasonable commercial area,” says 
the report, “will eliminate this condition and prohibit the pres- 
ent bartering of traffic at various rates. The line haul carriers 
and railroads in further support of their claims that the com- 
mercial area should not exceed the city limits and the switching 
district, respectively, state that the general character of the ter- 
ritory beyond the switching district is a sparsely settled terri- 
tory, consisting of farm lands, residential districts, recreational 
centers and forest reserves.” 

The pick-up and delivery service and the retail parcel 
delivery service performed by private and local cartage opera- 
tors, the examiner said, was in no way similar to that performed 
by the so-called over the road or line haul carrier. The service 
the former performed, he said, was the transportation of goods 
from distributing points to consuming points within local areas; 
that is, from and to railroads, forwarding company platforms, 
terminals of line haul carriers, piers of steamship companies, 
to and from doors of consignees and shippers as well as local 
manufacturers, wholesalers and retailers, and finally in retail 
parcel delivery from retail stores to purchasers. Trucks for 
this service, he said, were in some instances leased to the shipper 
or customer on a daily, weekly, or monthly basis and in other 
instances the service was performed by local cartage operators 
on an hourly, piece, daily-mileage, or per-hundred-pound basis. 
The only competition accorded such service, he added, was with 
the shipper or consignee who might inaugurate his own service. 
To perform this service the shippers demand delivery at all 
points outlined as the commercial area by the local cartage 
operators. The examiner pointed out that the equipment used 
by the two sorts of service differed greatly. He said that over 
the road equipment could not satisfactorily or economically be 
used in the pick-up and delivery or parcel delivery service. 
Further, he said, there was no such thing as tonnage in the 
pick-up and delivery or parcel delivery field, it being regulated 
by the number of packages and the area being divided into 
sections. 

The examiner said there was no question that the statute 
‘exempted transportation of passengers or property in interstate 
or foreign commerce wholly within the municipal area of Chi- 
cago and between contiguous municipalities, except when such 
transportation was under a common control, management, or 
arrangement for a continuous carriage or shipment to or from a 
point without such municipality, municipalities or zone, and 
except as to the provisions of section 204. He said this case gave 
emphasis to the point that the limits of a “zone adjacent to 
and commercially a part of” a municipality or contiguous 
municipalities must in the last analysis depend upon the par- 
ticular circumstances and conditions in each case. 


ST. LOUIS MOTOR MUNICIPALITY 


In a proposed report in BMC C-1, municipality of St. Louis, 
Examiner Paul Coyle has recommended that for the purposes 
of the administration of section 203 (b) (8) of the motor carrier 
act, the municipalities contiguous to St. Louis, Mo., and muni- 
cipalities contiguous to East St. Louis, Ill., and areas adjacent 
to and commercially a part of those cities, be defined by orders 
as follows: 


It is ordered, That for the purpose of administration, execution, and 
enforcement of the motor carrier act, 1935, the municipalities contig- 
uous to St. Louls, Mo., are: East St. Louis and Venice, Ill., and Uni- 
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versity City, Clayton, Richmond Heights, Maplewood, and Shrewsbury, 
Mo. ; 

It is further ordered, That for the purpose of administration, exe- 
cution, and enforcement of the motor carrier act, 1935, the municipali- 
ties contiguous to East St. Louis, Ill., are: St. Louis, Mo., and National 
City, Fairmont City, Washington Park, Belleville, and Monsanto, IIl.; 

It is further ordered, That for the purpose of administration, exe- 
cution, and enforcement of the motor carrier act, 1935, the area adja- 
cent to and commercially a part of St. Louis, Mo., and East St. Louis, 
Tll., in which interstate transportation by motor vehicle which is not 
under a common control, management, or arrangement for a con- 
tinuous carriage or shipment to or from a point beyond the area is at 
present partially exempt under Section 203 (b) (8) of the act from 
regulation is defined to include that area within the corporate limits 
of the municipalities of St. Louis, University City, Clayton, Richmond 
Heights, Maplewood, and Shrewsbury, Mo., and East St. Louis, Name- 
oki, Granite City, Madison, Venice, Brooklyn, National City, Fairmont 
City, Washington Park, Belleville, and Monsanto, Ill. 


In the hearing on the St. Louis case the examiner encountered 
the proposition that regard should be had for city lines in 
determining the areas exempted from regulation as to supposed 
local service. Many of the parties contended, he said, that the 
St. Louis commercial zone extended over a wide area and others 
contended that the commercial zone of St. Louis was restricted 
by the city limits and that the East St. Louis commercial zone 
was similarly restricted. It was apparent, he said, that these 
conflicting views were influenced by the wishes of the parties 
to extend or limit as much as possible the territory in which 
carriers by motor vehicle were exempt from general regulation 
by the Commission. Continuing along that line, Examiner 
Coyle said: : 


Some of the parties contend and witnesses testified that the policy 
of Congress enunciated in Section 202 requires the complete regulation 
by this Commission of all common and contract carriers of property 
in interstate and foreign commerce and for that reason no area should 
be designated in which interstate and foreign transportation by motor 
carrier will be exempt from complete regulation. The issue thus raised 
affects all areas in which interstate transportation by motor vehicle is 
subject to the conditional exemption in Section 203 (b) (8) and is of 
such importance to the shippers and carriers in the country, as a whole, 
that the Commission should defer consideration thereon until it has 
the issue before it in a general proceeding in which all who may be 
affected will have an opportunity to be heard. In view of the foregoing, 
the testimony relating to that issue will not be discussed in this report. 


In justification of his method of defining the areas the 
examiner said: 


In the opinion of the examiner, transportation of property by 
motor vehicle wholly within a single state between the line-haul car- 
riers’ freight terminals and the shippers’ and consignees’ warehouses, 
homes, or places of business within a commercial zone which is not 
performed under a common control, management, or arrangement for 
interstate carriage or shipment is not subject to regulation by the Com- 
mission under the act. It is unnecessary, therefore, to determine and 
define the area in Missouri which is commercially a part of St. Louis 
or the area in Illinois which is commercially a part of East St. Louis. 
However, confusion and misunderstanding might result if an order were 
to be entered herein which designated the St. Louis commercial zone 
and included therein only that part of Illinois which is within that 
zone, and which designated the East St. Louis commercial zone and 
included therein only that part of Missouri which is within that zone. 
The order of investigation in this proceeding is broad enough to per- 
mit the Commission, not only to determine and define the St. Louis and 
East St. Louis commercial zones, but to take such other action and make 
such other findings, determinations, and orders in the premises as the 
facts and circumstances may warrant. 


NEW YORK MOTOR MUNICIPALITY 


Examiner K. J. McAuliffe, in BMC C-2, municipality of 
New York, has recommended that the extended area of the 
municipality of New York and municipalities continguous 
thereto and the zone adjacent to and commercially a part of 
that municipality or municipalities, for the administration 
- section 203 (b) (8) of the motor carrier act, be defined as 
ollows: 


The area within the corporate limits of the City of New York; the 
County of Nassau, N. Y.; the area within the town of Mamoroneck, 
the cities of New Rochelle and Mount Vernon, the towns of East Chester 
and Pelham, and the city of Yonkers, all in Westchester County, N. Y.; 
Bergen County, N. J.; that portion of Passaic County, N. J., lying east 
and south of the Borough of Pompton Lakes, N. J., and including the 
area within that Borough; Essex, Union and Hudson counties, N. J.; 
that portion of Middlesex County, N. J., lying north and east of the 
Raritan River; and the area within the corporate limits of the city of 
New Brunswick, N. J., on the west bank of the Raritan River. 


In accordance with the practice of the Commission in the 
administration of the motor carrier act the covering page of 
the proposed report carries a notice to the parties in interest 
Saying that exceptions, if any, must be filed with the secretary 
of the Commission and served on all other parties in interest 
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within 20 days from the date of service shown above, which is 
July 8. Otherwise, says the notice, at the expiration of that 
20-day period an order attached to the report will become the 
order of the Commission and will become effective unless 
exceptions have been seasonably filed by other parties, or the 
order has been stayed or postponed by the Commission. 

Examiner McAuliffe said that four distinct zones, differing 
in size and shape were defined and advocated by separate 
groups of interested parties. Most of them, he said, favored 
the zone defined as New York’s metropolitan district by a 
committee organized by the Merchant’s Association of New 
York, in 1927. Most of that area, the examiner said, would be 
included in a circle with a radius of 40 miles drawn from New 
York’s city hall, the principal exception being to the north of 
the city where the northern part of Westchester county was 
at one point about 50 miles from the city hall. The area of 
that zone, the examiner said, was about 3,768 square miles. 

The Census Bureau, the examiner said, although it orig- 
inally cooperated in the fixing of the Merchant’s Association 
zone, adopted a zone differing from that of the association. 

The Census Bureau zone was favored by the Merchant’s 
Truckmen’s Bureau of New York, and truckers engaged in local 
cartage operations with offices in New York and by shippers 
from points in New York and New Jersey within the Census 
Bureau zone. The shippers supporting both the Merchant’s 
Association zone and Census Bureau district, the examiner said, 
afforded free delivery of their products generally at points 
in both of these areas. Free deliveries, he added, of some were 
confined to the smaller and others, he said, would deliver free 
beyond the limits of the Merchant’s Association zone. 

It was the opinion of these shipvers, Examiner McAuliffe 
said, that regulation of truck transportation within the areas 
for which they sought the benefit of the exemption contained 
in sections 203(b)(8) would result in increased cost of truck 
transportation. One witness said that an increase of three 
cents a hundred pounds in the cost of hired trucks would result 
in the purchase and use of trucking equipment by his company. 
Another witness for a shipper said he believed that any material 
increase in the cost of transportation by for hire trucks in the 
Census Bureau district would result in added congestion on the 
highways, because the shippers would find it necessary to buy 
equipment for their own use. 

Truckers supporting the proposed areas, the examiner said, 
considered that their services, as so-called local cartage or 
local drayage operators, differed from the inter-city and over- 
the-road transportation furnished by other trucking concerns 
and stated that their local cartage operations were performed 
throughout the proposed areas. 

The New Jersey Motor Truck Association, except the Hud- 
son County chapter thereof, associations of furniture ware- 
houses and movers of household goods located at points in New 
York and New Jersey, advocated the establishment of state 
boundaries as the limits of the area herein to be determined. 
The Hudson county chapter favored the Merchant’s Association 
zone. 


It was the opinion of all the witnesses representing movers 
of household goods, said the examiner, that this branch of the 
trucking industry was and had been for many years in a 
chaotic condition and that strict regulation of all such trans- 
portation in interstate gr foreign commerce was necessary in 
order to afford protection to the shipping public, and to re- 
sponsible operators. If an exempt area around New York 
City which extended outside of New York state was established, 
the movers of household goods, said the examiner, asked that 
the carriage of household goods in interstate commerce be 
not included in the exemption from regulation so provided. 

The Motor Truck Association of Connecticut opposed, said 
the examiner, the inclusion of any part of that state in the 
zone to be defined. 

The examiner said that in his opinion it was impossible 
to lay down any “rule of thumb” by means of which that zone 
defined in the section of the act might be determined at all 
municipalities to which the section might be applicable. How- 
ever, said he, in case of doubt as between two possible bound- 
aries of the zone, that which bounded the smaller area should 
be chosen. 

“As the general purpose of the act was to provide regula- 
tion of transportation by motor vehicle,” said Examiner McAu- 
liffe, “the provision for a zone within which most of that 
regulation should not be applicable should be construed 
strictly.” 

= te light of his discussion, the examiner said, the Mer- 
chant’s Association zone was too extensive for use as the zone 
herein to be established. He said that in the zone recommended 
by him substantially all the counties (in some instances only 
the outlying portion of such counties) in the outer tier of the 
Merchant’s Association zone had been eliminated. He said the 
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Census Bureau district was subject to the same criticism, and 
that this district was also impractical for use herein because 
it was bounded largely by a number of borough and township 
lines which were difficult to keep in mind. Earlier in the 
report he had said that the boundaries of a zone shouJd be easy 
of ascertainment by operators of motor vehicles, in order to 
avoid unintentional illegal operation by operators within the 
exempt zone, and to permit effective enforcement. What was 
said of the Census Bureau district, he said, applied also to the 
zone served by the United Parcel Service, which suggested a 
zone and further, he said, the boundaries of that zone were 
defined only by the names of certain towns served. 

The examiner said the zone defined by him included all 
the cities and larger towns which were considered adjacent 
to New York City, was bounded by county lines in the main, 
and by either a river or the corporate limits of several larger 
cities or towns in instances where county lines were not em- 
ployed. He said the zone covered the area around New York 
City within which the density of traffic by motor vehicle, in- 
cluding that of private passenger automobiles, was ‘‘somewhat 
uniform,” and the density of such traffic showed a marked de- 
crease near the edge of this zone, except over a few main 
highways over which through intercity traffic moved in great 
volume. 


BASEBALL BAT MATERIAL 


In the estimation of Examiner C. E. Simmons the rates 
on the rough stuff from which baseball bats are turned, from 
Union City and Gouldsboro, Pa., to Athens, Ga., are not un- 
reasonable, wherefore he has recommended the dismissal of 
No. 27135, Hanna Manufacturing Co. vs. A. C. L. et al. The 
raw material is known as wooden billets. They are of ash, 
grown, generally, in northern Pennsylvania. The billets move 
on lumber rates which are sixth class in official classification 
territory and eighth class in southern, minimum 36,000 pounds. 

The class rates between points in the south and the north 
are restricted so as not to apply on lumber. Rates on lumber 
between the territories are combinations. In this instance the 
combination is composed of a sixth class rate of 27 cents from 
Gouldsboro, Pa., to Richmond, Va., plus a commodity factor 
of 29 cents beyond. The shipments from Union City, Pa., mov- 
ing via Johnson City, Pa., were subjected to a combination of 
55 cents, composed of the factor of 36 cents to Bristol, Va.- 
Tenn., the eighth class rate of 2 cents from Bristol to Johnson 


* City, and a commodity rate of 17 cents beyond. 


Complainant contended that as the wooden billets were 
raw material they should be accorded rates lower than the 
rates on lumber generally. It proposed rates of 40 cents from 
Union City and 38 cents from Guouldsboro to Athens. The ex- 
aminer, however, as before set forth, could not agree with that 
contention, hence his recommendation of dismissal. 


GULF TRANSPORT ACQUISITION 


In BMC F-17, Gulf Transport Co., purchase of property 
and certificate of Joe M. Davis, doing business as David Trans- 
portation Co., Gillis Cato of Mississippi and Hugh White of 
Alabama, members of motor joint board No. 14, have recom- 
mended that the Commission authorize the proposed acquisition. 
The applicant operates a bus service between Louisville and 
Ripley, Miss., it also owns freight franchises between Louisville 
and Laurel, Miss. The Davis line parallels the railroad of the 
Gulf, Mobile and Northern. The applicant’s vice-president is 
also the manager of purchases and stores for the railroad com- 
pany. The purchase price for the passenger rights involved in 
the case is $3,400. 

Exceptions to the proposed report must be filed within 20 
days from July 8 else the proposed order will become effective 
unless stayed or postponed by the Commission. 





PROPOSED REPORTS 


Coal 


No. 27260, Farmers Union Supply Co. vs. A. T. & S. F. 
et al. By Examiner John McChord. Dismissal proposed. 
Claims for reparation, rates, coal, points in Colorado and New 
Mexico, Memphis, Texas proposed to be found to have been 
barred by the statute of limitations. 


Wooden Handles 


No. 27267, Union Fork & HoeeCo. vs. C. & O. et al. By 
Examiner Edgar Snider. Dismissal proposed. Rates, unfin- 
ished wooden handles, carloads, Frankfort, N. Y., to Columbus, 
O., proposed to be found applicable. The one shipment in 
question was made November 14, 1931. 
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PRIVATE CAR DEMURRAGE 


Director Bartel, of the Commission’s Bureau of Service, has 
expressed the informal opinion that when a private car is set 
on anyone of a number of private tracks on which the private 
cars of other owners are also placed, under permission from 
the owner of the tracks, such a car is not exempt from de- 
murrage under the provisions of demurrage Rule 1, section B, 
paragraph 4 (a)-Note 1. Because of that informal opinion 
the committee on car demurrage and storage of the National 
Industrial Traffic League has tentatively approved an amend- 
ment to the part of the demurrage code cited, suggested at a 
joint conference with the demurrage section of the Association 
of American Railroads, subject to approval by the membership 
of the League. 


Members of the League are being asked for an epxression 
of their views, by mail, on the amendment, with the idea that 
if there are no objections to the proposed revision, the Asso- 
ciation of American Railroads will publish it at an early date. 
If there is objection on the part of the League membership 
the proposal will be brought formally to the attention of 
members at the annual meeting in New York, in. November. 


The amendment, intended to meet the situation with respect 
to which Director Bartel expressed the informal opinion, 
changes the definition of a private track. The changes pro- 
posed are enclosed within quotation marks in the following: 


A private track is a track outside of carrier’s right of way, yard and 
terminals, and of which the carrier does not own either rails, ties, road- 
bed or right of way; or a track or portion of a track ‘‘owned or op- 
erated by this railroad, and’’ devoted to the purpose of its user ‘‘through 
a written’’ lease or written agreement ‘“‘for a definite period, providing 
for compensation to the owner for the use thereof,’’ in which case the 
written lease or written agreement will be considered as equivalent to 
ownership. ‘‘When the same private track or portion thereof is used 
jointly by two or more parties with the written consent of this railroad, 
it will be considered the private track of each such joint user.”’ 


The informal opinion was given in settlement of a dispute 
as to whether demurrage was or was not due on private tank 
cars set on private tracks on which the private cars of other 
ownership were also placed at the same time. 


“This seems to indicate,” said Director Bartel, “that a 
number of concerns had been given the right to use these tracks 
jointly, rather than that the track or tracks were devoted to 
the use of (blank) corporation. Joint use of the character 
described would give such joint users the status of licensees.” 


In the light of the foregoing, Director Bartel said that the 
tracks involved in the instant dispute did not constitute the 
private track or tracks within the meaning of that term. as 
employed in Note 1 to Rule 1, section B, paragraph (a) ci 
Jones’ tariff No. 4-N, I. C. C. No. 2369. 


WABASH ABANDONMENT 


Examiner W. J. Schutrumpf in Finance No. 11080, Wabash 
Railway Co. abandonment, has recommended that the Commis- 
sion permit the abandonment by the Wabash of that part of its 
Bement branch line extending from Stewardson to Effingham, 
Ill., a distance of about 13 miles. The branch was constructed 
by the Chicago & Paducah Railroad Co. in the period 1872-77. 
,The branch has been running deficits since 1930, when the 
deficit was $14,848, down to $4,240 in 1935. The examiner said 
it was apparent that there was insufficient rail traffic to sup- 
port the line. 


WEST SHORE ABANDONMENT 


An unfavorable recommendation has been made by Ex- 
aminer W. J. Schutrumpf in Finance No. 11023, West Shore 
Railroad Co. et al. abandonment, on the application of the West 
Shore to abandon a part of the Chenango branch of this line 
extending from Cazenovia to Earlville, N. Y., a distance of 
about 23 miles. The New York Central asked for authority 
as lessee to abandon operation. The applicants estimated 
annual savings of $26,400 would flow from the abandonment. 
The examiner said that that estimate was subject to some 
question. The testimony in behalf of the applicants, he said, 
indicated that operation of the Chenango branch as a whole 
produced a small profit. Cooperation between the applicants, 
the patrons of the line, and the Milk League that had objected 
to abandonment by consolidating the milk train and freight 
service, would materially reduce the cost of the present opera- 
tions of the line. He said that efforts in that direction should be 
undertaken. Operation of the line, he said, should be continued 
for two years to determine whether such cooperation could be 
obtained and the financial results warranted further retention 
of the line. 
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RFC REPORT ON WESTERN PACIFIC 


Chairman Jones of the RFC late July 9 made public a 
report on the Western Pacific and in answer to questions made 
it known that he had suggested at a recent conference at which 
the Western Pacific was considered that a plan might be 
worked out whereby the Western Pacific and the Denver & Rio 
Grande Western, including also the Denver & Salt Lake, 
would be made into one system and that system would be con- 
trolled equally by the Missouri Pacific and the Chicago, Bur- 
lington & Quincy. 

Mr. Jones said he did not remember who had suggested 
such a set-up originally and further he did not know what 
reaction the Burlington would have to the suggestion. He 
thought reorganizations of the Western Pacific and the D. & R. 
G. W. might be worked out, however, with that end in view. 

The Missouri Pacific and the Western Pacific each have a 
half interest in the Denver & Rio Grande Western at the 
present time. 

Joint control by the Burlington and the Missouri Pacific 
of the new proposed system would give strength to it, 
suggested. 

The tentative plan for reorganization of the D. & R. G. W. 
did not include the D. & S. L., said Chairman Jones, though 
he said the reorganization plan probably should. 

The report on the Western Pacific was made by T. A. 
Hamilton and F. E. Lyford, examiners of the railroad division 
of the RFC. In making the report public Mr. Jones said: 


Some weeks ago, there met in my office, Mr. T. M. Schumacher, 
chairman of the executive committee and a trustee of the Western 
Pacific Railroad; Mr. F. C. Nicodemus, Jr., counsel for the trustees 
of the Western Pacific; Mr. Robert E. Coulson, representing Mr. 
Arthur Curtiss James; Mr. Robert T. Swain, representing certain in- 
stitutional creditors; Mr. John W. Barriger III, and Mr. T. A. Ham- 
ilton, representing the Reconstruction Finance Corporation. The ques- 
tion had been raised as to how much money would be required for 
betterments and improvements of the Western Pacific Railroad to 
place it in proper physical condition to meet the reasonable require- 
ments of traffic that it might hope to enjoy. Agreeable to those 
present at the meeting, the Interstate Commerce Commission was 
asked to postpone its hearings on the Western Pacific plan, as filed, 
until July 1, in order to permit an examination of the property to 
be made by the railroad division of the Reconstruction Finance Cor- 
poration. The enclosed report represents its findings. The directors 
of the Reconstruction Finance Corporation have had no opportunity 


to examine this analysis, and are submitting it without comment 
or recommendation. 


The report estimates cash requirements of a three-year 
improvement program, 1936-1938, inclusive, as follows: For 
track, structures and equipment, the money to be obtained 
from the RFC, $9,635,906; for rolling stock and work equip- 
ment, to be obtained by sale of equipment trust certificates, 
$3,415.000; for locomotives, from current income, $325,000; total, 
$13,375,906. 

It was stated that the purpose of the report was to set 
forth, as determined by the studies underlying it, the needs of 
the property, in improvement of fixed plant and existing motive 
power and cars, and the acquisition of additional motive power, 
other rolling stock and appurtenances. 


RFC REPORT ON D. & R. G. W. 


_ Chairman Jones, of the Reconstruction Finance Corpora- 
tion, has made public a report of Examiner W. W. Sullivan, 
of the RFC railroad division, on the Denver & Rio Grande 
Western Railroad Company. He said the information was 
compiled by the division under the direction of John W. Bar- 
riger III, chief of the division, and that examination of the 
property was made at the request of Federal Judge J. Foster 
Symes, of Denver, Colo., in whose charge the railroad had been 
since November, 1935. The directors of the RFC had had no 
opportunity to examine the report and therefore were submit- 
ting it without recommendation, said Cha‘rman Jones. 

The report deals with the Denver & Rio Grande Western 
and its subsidiary, the Denver & Salt Lake. Ownership of the 
D. & R. G. W., which is in process of reorganization under 
section 77 of the federal bankruptcy act, has been under the 
control of the Missouri Pacific and the Western Pacific com- 
panies, each of which railroad owns one-half of the common 
stock. 

“The future value of control by these two railroads through 
ownership of this common stock is difficult to foresee,” said 
the report. 

The property is now under the management of Wilson 
McCarthy and Henry Swan, trustees. In a memorandum sum- 
marizing the report, Examiner Sullivan said: 





The Denver and Rio Grande Western Railroad, a moderately pros- 
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perous carrier, in the early nineteen hundreds undertook to assist in 
financing the construction of the Western Pacific Railway, which, in 
1903, had been chartered to build a railroad from San Francisco, which, 
in 1903, had been chartered to build a railroad from San Francisco, 
California, to Salt Lake City, Utah. In carrying out this undertaking, 
the Denver and Rio Grande acquired $25,000,000 second mortgage bonds 
of the Western Pacific, in effect guaranteed payment of the principal 
and interest on an issue of $50,000,000 of first mortgage bonds, and ad- 
vanced funds otherwise. It was principally due to the obligations thus 
undertaken that the financial affairs of the Denver and Rio Grande be- 
came involved and the railroad was forced into receivership in January, 
1918. 

By that time, deferred maintenance had accrued and because these 
conditions were not wholly corrected during the federal control period, 
the property was still in an under-maintained condition when it was 
released by the Director General. Subsequently, a disastrous flood at 
Pueblo and vicinity during 1921, and the shopmen’s strike, which oc- 
curred in the summer of 1922, added to mounting deferred maintenance. 

Before receivership troubles were finally terminated, the condi- 
tion of the property had become so serious as to require the expendi- 
ture of a large sum of money to provide for rehabilitation. Commenc- 
ing about in 1923, this work was undertaken and carried forward so 
energetically for several years that the railroad, especially the main 
line between Denver and Salt Lake City, was placed in fine physical 
condition, grades and curves over long stretches of track were greatly 
reduced, new rail and ballast applied, signals were installed, new power 
purchased and many other improvements made to contribute to oper- 
ating economies. About $40,000,000 was thus spent for rehabilitation 
and additions. However, time had not allowed for the accumulation of 
a reserve to meet declining earnings and in 1930, when operating rev- 
enues commenced to fall off, maintenance was again curtailed and the 
property has since suffered accordingly. It will require between six and 
seven million dollars to rehabilitate the roadway and nearly $4,000,000 
to rehabilitate and improve freight cars. 


Condition of Property 


Over one-half of the rail in main line track between Denver and 
Salt Lake City is of 90-lb. section. This is too light for contemplated 
service and a program should be adopted to replace this light rail with 
112-lb. rail and fixtures, or heavier weight where special conditions re- 
quire such action, thus eliminating burdensome maintenance costs and 
delays. 

Ballast depth averages only 8 inches on the standard gauge main 
line. In some places this has worked down into the roadbed to such an 
extent as to become foul and cause track to churn. An additional rise 
should be provided to permit safe operation, eliminate excessive main- 
tenance, and prevent damage to rail. 

There are 831 timber and combination bridges on the standard gauge 
lines and 497 on the narrow gauge lines having an aggregate of 85,- 
135 lineal feet. Many of these should be renewed, filled, strengthened 
or additional openings provided to insure dependable operation. 

Grade eliminations and curve reductions appear to be advisable in 
many places but such changes require intensive studies to insure an 
equitable return on the investment. These studies are to be undertaken. 

Installation of centralized traffic control in certain main line terri- 
tory would apparently benefit train movement materially and produce 
sufficient savings to warrant the investment. 

Studies are being made of power requirements especially to permit 
movement of trains of the same tonnage from Salt Lake City to at least 
Grand Junction. The Mechanical Department of the railroad recom- 
mended the acquisition this year of 5 locomotives to provide for im- 
mediate requirements, but because the exact type of power required 
and the savings to be effected had not been developd, approval of such 


rcommendation was withheld pending completion of studies now being 
made. 


Additional freight cars must be provided to replace obsolete equip- 
ment which is being retired and to provide for such increased traffic as 
may accrue. Studies in this regard are being made. 


e Operating Forces 


The operating personnel of the railroad is alert and progressive, 
although results for the past 3 or 4 years have been somewhat affected 
by a severely curtailed force. The chief operating officer spends most of 
his time on the road and is thoroughly acquainted with the affairs of 
the property and its needs. The responsibilities assumed by him, how- 
ever, were sO numerous and of such importance, especially with the 
contemplated rehabilitation program, ‘that it was felt he should have 
assistance and the Trustees have made such provision. 

Junior officers contacted displayed a good average of capability 
and efficiency. The average age of officers coming under this classifi- 
cation was such as to raise a serious question concerning the available 
material for key positions in future and the Trustees have initiated a 
program looking to the introduction of epprentices and of otherwise 
developing qualified supervisory officers. 

Because of curtailment of personnel during recent years, the records 
of inspections and the condition of physical structures have been se- 
riously neglected, resulting in many cases to dependence upon personal 
recollections of a comparatively limited number of the official staff. 
This situation is being corrected. 

The mechanical forces appeared progressive and well organized 
although the department has been more or less handicapped because 
of inability to obtain funds for the introduction of labor-saving devices. 
Many pieces of machinery and tools in use were of obsolete design, 
yet excellent use was being made of the equipment available. This 
lack of equipment will be corrected through the acquisition of new 
machinery and tools, which the trustees have arranged to provide. 
The mechanical department could profit greatly by the maintenance of 
certain performance records which would keep them better informed 
at all times as to new power requirements. 
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Operating conditions are particularly burdensome because of the 
heavy gradients encountered and also because a large percentage of 
the property consists of branch line (35 per cent) and narrow gauge 
track (28 per cent). While many of these lines probably do not pay 
operating expenses and taxes on a mileage allocation basis, they do 
contribute revenue to the general property and should be given con- 
sideration in developing earning power of the system as a whole. 

Operations of the narrow gauge lines, with comparatively light 
volume of traffic, heavy grades, snow conditions and other difficulties 
appear unfavorable in relation to the rest of the line. This is true also 
of many of the branch lines and it has been suggested that careful 
studies be made by the management to develop the possibilities of 
abandonment of less productive lines. A special committee was ap- 
pointed to advance this work. 


Traffic Increase Expected 


The trustees look forward to an increase, not only in originated 
traffic but also in freight originating on other lines and destined to 
either local or foreign railroad points. 

It is anticipated that, when the rehabilitation and improvement 
program now started and in contemplation is completed, the railroad 
will be able to establish schedules on its own lines and to influence 
the maintenance of schedules on connecting railroads to the east and 
west that will greatly strengthen its position in the through traffic 
field. 

Approximately $3,200,000 will be expended this year for better- 
ments but a complete improvement program has not been determined 
upon although studies looking to the development thereof are now 
underway. Neither have any conclusions been reached regarding 
methods of financing the cost. It is believed that when estimates are 
finished, it will be found the complete program will require not less 
than $15,000,000 and possibly more. 

The Denver and Salt Lake Railway should be placed in physical 
condition comparable with the Rio Grande. To accomplish this, the 
Salt Lake property must have heavier rail, improved roadway, 
strengthened bridges and signalling devices to facilitate train move- 
ment. 


The Moffat Tunnel, as traffic over the cut-off increases, will be- 
come a greater and greater operating handicap, due to ventilating 
limitations. There are three alternatives to be considered in the 
solution of this problem. Additional ventilating equipment might per- 
mit of the required tunnel operation; electrification of the tunnel 
and certain adjoining miles of track may be the economical solution, 
or the use of large Diesel-engined units to handle trains through the 
tunnel and over certain mileage possibly would be the best answer. 
This major problem should be studied as soon as possible from these 
three viewpoints so as to know what is the best thing to be done 
when the time comes. ; 

Some of the improvements on the Salt Lake Railroad involving 
an expenditure of about one and one-quarter million dollars are al- 
ready underway. Excluding electrification and Moffat Tunnel needs, 
it is estimated the additional program would cost about $2,500,000, 
making a total of between $15,000,000 and $20,000,000 for the two rail- 
roads. 


STATE EMERGENCY CHARGES 


State commissions have reported to the National Associa- 
tion of Railroad and Utilities Commissioners the following 
action with respect to extension of Ex Parte 115 charges, ac- 
cording to Clyde S. Bailey, secretary and assistant general 
solicitor: 


In Alabama, by an order of June 29, extension was authorized on 
one day’s notice, subject to the exceptions of the I. C. C. order and 
without prejudice to later investigation as to the resulting rates. In 
Arkansas, by an order of June 25 extension was authorized, subject to 
exceptions already in effect and to those in the I. C. C. order. A hear- 
ing will be. held July 6 to consider whether the present exception of 
waste material from the increases should be continued. Jurisdiction 
was reserved. In Maine, extension was authorized. In Nebraska, ex- 
tension was authorized subject to modifications already existing. In 
North Carolina, in an extended written opinion dated June 30, exten- 
sion was denied. In Oregon, by an order of June 29, extension was 
authorized except as to carload cement rates, with the proviso that the 
resulting rates increased are subject to later investigation. In Rhode 
Island, by an order of June 19, extension was authorized subject to the 
exceptions of the I. C. C. order. In Wyoming, by an order of June 17, 
the carriers’ petition was granted as to Zone 3 Territory within Wyom- 
ing but denied as to Zone 4. 


Railroad operating in Georgia ask for reopening of No. 
26992, emergency freight charges within Georgia, further hear- 
ing and entry of a further and supplemental order permitting 
them to impose the emergency charges recently authorized by 
the Commission in Ex Parte No. 115. The Georgia commis- 
sion has set a petition of the carriers in that state to be allowed 
to extend the emergency freight charges to December 31, for 
hearing August 11, at Atlanta. 

The petition for reopening points out that since June 30 
the carriers have been without authority to exact emergency 
charges by reason of the Georgia commission’s failure to act. 
The Georgia carriers aver that in view of the limitation to a 
period of six months of the authority granted by the commis- 
sion in Ex Parte No. 115 the delay which they say will in- 
evitably be attendant on the hearing which has been an- 
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nounced by the Georgia commission will in effect defeat the 
whole purpose of the petition and will be tantamount to de- 
nial of that petition. 

The federal Commission, in this proceeding, authorized the 
railroads to impose emergency charges on Georgia traffic in 
its report and order of January 6, 1936, 213 I. C. C. 515. The 
petitioning railroads assert that the regulatory bodies in all 
of the states east of the Mississippi River and south of the Ohio 
River have authorized the continuance of the emergency charges 
with the exception of Georgia and North Carolina.  _- 

The Illinois commission has issued an order permitting the 
railroads to file tariffs effective on five days’ notice extending 
the emergency freight charges to December 31, 1936. The 
order was entered after a conference in which the railroads 
agreed to a continuation of the application of five cents as the 
maximum surcharge on coal from the Illinois groups to East 
St. Louis, and to a continuation of the present arrangement 
under which no surcharges are assessed on Chicago intra-dis- 
trict switching charges. 

In Colorado extension of the charges authorized in Ex 
Parte 115, applicable on state traffic, subject to the exceptions 
of the I. C. C. order and a hearing to be held July 15, was 
authorized. In Tennessee extension was authorized subject to 
existing exceptions and those of the I. C. C. order, the resulting 
rates to be subject to investigation on complaint. 


DROUGHT RELIEF RATES 


The Commission, by Commissioner Aitchison, in drought 
order No. 26, has authorized the Chicago & North Western, 
Burlington and the Colorado & Southern to establish reduced 
rates on hay and other forages from points on their lines in 
Nebraska and Colorado to points in the drought stricken areas 
in Montana and Wyoming and points adjacent to those areas, 
on the basis of 66% per cent of the hay rates on alfalfa, not 
chopped or ground; millet hay, not threshed; soya bean hay; 
cow pea hay; pigeon grass, weeds and wild grasses; and on 
the basis of 50 per cent of the hay rates on beet tops, cactus, 
corn cobs, corn stalks, shredded and not shredded; ensilage, 
fodder, including cane fodder; stover, straw, including bean pea, 
or rice straw; and sorghum cane, including stalks and im- 
mature grain. 

The Commission, by Commissioner Aitchison, drought order 
No. 27, has authorized additional drought relief rates on live- 
stock by the Soo Line, the Great Northern, Farmers’ Grain & 
Shipping Co. and the Spokane, Coeur d’Alene & Palouse from 
drought areas in the Dakotas to feeding lots in Wisconsin and 
Minnesota so far as the first mentioned carrier is concerned; 
and from drought areas in Montana and North Dakota so far 
as the Great Northern is concerned to feeding lots on the Great 
Northern and the other carriers named, on the basis of 85 per 
cent of the normal rates on the outbound shipments and 15 
per cent on the return shipments, the rates being dated to 
expire not later than June 30, 1937. 

The Commission, by Commissioner Aitchison, by amend- 
ment No. 1 to drought order No. 26, has authorized agent 
L. E. Kipp, on behalf of the Chicago, Burlington & Quincy, to 
widen the area from which reduced rates on hay and forages 
were authorized in drought order No. 6 so as to include points 
on its line in Carbon County, Mont., and Big Horn and Park 
counties, Wyo. 

In amendment No. 1 to drought order No. 27, the Com- 
mission, by Commissioner Aitchison, has added stations in Mon- 
‘tana on the Great Northern, Armington down to but not in- 
cluding Billings, the Lewiston and Neihart branches, to the 
area from which that carrier may make reduced rates on live 
stock to feeding areas on the lines of the Great Northern, 
Farmers’ Grain & Shipping Co., and the Spokane, Coeur d’Alene 
& Palouse on the basis of 85 per cent of the normal rates to the 
feeding lots and 15 per cent for return therefrom. 


ASPHALT AND ROAD OIL 


According to testimony entered at the hearing in fourth 
section applications 16305 and 16306 before Examiner Disque 
at Chicago July 8, the fourth section departures for which 
the railroads were seeking permanent permission were neces- 
sary in order to carry out the Commission’s instructions as 
to what rates to apply on asphalt and road oil from the mid- 
continent field and from Indiana and Illinois refineries to de- 
fined portions of Western Trunk Line Territory while maintain- 
ing long-existing rate bases outside of that defined territory. 
The Commission’s orders were contained in decisions in docket 
No. 25413, Skelly Oil Company vs. A. and S. et al., at 200 
I. C. C. 565 and 214 I. C. C. 309. They made the general 
level of asphalt and road oil rates in the territory involved 80 
pef cent of the petroleum products rates. This had the effect, 
it was testified, of raising many of the rates from the Indiana- 
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Illinois refining points to bring them more nearly to a dis- 
tance parity with those from the midcontinent field. 

There remained a large territory north and west, how- 
ever, to which the decisions did not apply. The railroads had 
already made adjustments to put those to the northern points 
on the 80 per cent level, but they did not want to disturb 
many other rates of long standing applicable at points to which 
asphalt and road oil were shipped. Examples of these, as put 
in the record, were the rate from East St. Louis, Ill., to Paola, 
Kan., where it was desired to maintain a rate of 17% cents 
while charging the Commission-made rates to intermediate 
points, ranging from 19 to 21 cents. An example of traffic 
originating in the midcontinent field was the rate desired to 
be maintained from Ardmore, Okla., to Minneapolis, Minn., of 
33% cents with rates from the same producing point to inter- 
mediate points as high as 37% cents. It was testified that 
such adjustments were now in effect under temporary fourth 
section order No. 12336, dated May 12 of this year. The rail- 
road witnesses wanted that permission made permanent. 

There was no testimony in opposition to the applications. 


LOANS TO RAILROADS 


Chairman Jones, of the RFC, expects that the corporation 
will make a number of loans to aid in the reorganization of 
railroads—if and when reorganizations reach the point where 
loans can be made. In answer to questions at his press con- 
ference July 6 Mr. Jones said the RFC had no applications for 
rail equipment loans. He said carriers with credit were bor- 
rowing equipment money in the private market at low rates 
of interest. Activity as to RFC loans to railroads was at a 
low point, according to the chairman. 

At the close of business June 30, the railroad loan account 
of the Reconstruction Finance Corporation, according to its 
report for that month, stood as follows: Loans authorized, 
$615,053,795; loans disbursed, $497,880,572; loans repaid, $109,- 
448,518; authorizations canceled or withdrawn, $6,968,156. In 
addition the corporation had approved in principle loans in 
amount of $36,337,000, on performance of specified conditions. 


DISMEMBERMENT OF M. & ST. L. 


Chairman Jones of the RFC said July 9 he had not yet 
appointed an independent engineer to make a survey of the 
Minneapolis & St. Louis, as had been planned. He said if a 
new plan, other than the dismemberment plan now pending 
before the Commission, were developed, no doubt the Com- 
mission would be glad to consider it. The pending plan calls 
for abandonment of parts of the system and the taking over of 
the remainder by connecting lines. Protest against the dis- 
memberment plan was made at the recent session of Congress. 


SOUTHERN PACIFIC FINANCING 


No objection having been offered, the Commission, division 
4, in Finance No. 11242, Southern Pacific Company bonds, has 
approved the plan of the applicant to reduce its outstanding 
obligations by $3,382,250 and annual interest charges by ap- 
proximately $285,000. The Commission said the net reduction 
in charges, considering amortization of discount and expenses 
of the refinancing, would amount to about $105,000. 

To enable the Southern Pacific to accomplish the savings 
the Commission authorized the company to issue not exceeding 
$60,000,000 of 10-year 3.75 per cent secured bonds and to pledge 
as part of the collateral security therefor not exceeding $85,- 
469,000 of its own bonds and bonds of subsidiary companies; 
the 10-year 3.75 per cent bonds to be sold at not less than 97 
to Kuhn, Loeb & Co., and the proceeds, with funds in its 
treasury, used to pay and purchase outstanding obligations 
aggregating $63,382,250. On that basis, the report said the 
cost to the applicant for the money realized on the bonds would 
be about 4.125 per cent. 

The Commission dismissed that part of the applicant’s 
petition relating to $4,159,000 of an issue of $6,859,000 of San 
Antonio & Aransas Pass first mortgage bonds, guaranteed by 
the applicant. As reason for that dismissal the Commission 
pointed out that the Southern Pacific acquired those bonds 
before the effective date of section 20a of the interstate com- 
merce act and that therefore its authority to pledge those bonds 
was not required. 

A sinking fund arrangement in respect of this issue pro- 
vides for payment to the sinking fund of $600,000 annually. 

The bonds will be redeemable at the applicant’s option as a 
whole, or in part for the sinking fund, or in amounts of not 
less than $6,000,000 at any one time, on July 1, 1937, or on 
any interest date thereafter, on 30 days’ notice, to and in- 
cluding July 1, 1940, at 103; thereafter to and including July 1, 
1943, at 102; thereafter to and including July 1, 1945, at 101; 
and on January 1, 1946, at par, in each case with accrued in- 
terest to the date of redemption. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(United States Court of Appeals for the District of Colum- 
bia.) In action for carrier’s alleged failure to safely refrigerate 
and transport vegetables, excluding testimony as to how much 
top ice should have been in the car on arrival at destination 
held proper, in absence of evidence regarding refrigeration 
experience of witness or as to weather conditions existing at 
time ice was placed in car. (Shapiro vs. Pennsylvania R. Co., 
83 Fed. Rep. (2d) 581.) 

In action against carrier for failure to safely refrigerate 
and transport vegetables, carrier’s record of re-icing of car 
made from written information furnished by persons who 
supervised re-icing along route held admissible, where record 
was proved by officer who had charge of keeping records.— 
Ibid. 

Carrier’s records made contemporaneously with facts by 
employes in regular course of carrier’s business may be proved 
in court by agent or clerk whose duty is to make and keep 
records.—Ibid. 

In action against carrier for failure to safely refrigerate 
and transport vegetables, testimony of ice station foreman who 
supervised re-icing of car held not objectionable because icing 
statement used by foreman in testifying was carbon copy, since 
witness testified from his own knowledge and paper was memo- 
randum made by him at the time he performed service.—Ibid. 

Memory of witness may be refreshed by calling his atten- 
tion to proper writing or memorandum.—Ibid. 

In action against carrier for failure to safely refrigerate 
and transport vegetables, permitting refrigeration expert to 
express opinion as to cause of deterioration in answer to hypo- 
thetical question held not error, notwithstanding record did 
not show temperature at exact time of icing services and tem- 
peratures at two nearby places were substituted for tempera- 
tures of two icing stations.—Ibid. 

Evidence held to establish that carrier fully performed its 
duty owing to shipper in refrigeration and transportation of 
perishable vegetables, precluding shipper’s recovery for de- 
terioration.—Ibid. 

Common carrier of goods in general insures safe transpor- 
tation and is responsible for all damage to goods while in 
transit, unless such damage is occasioned by act of God, act 
of public enemy, inherent quality or proper vice of articles 
themselves, or some act or omission of shipper or owner.—Ibid. 

Carrier is not insurer of goods being transported.—Ibid. 


TELEPHONES AND TELEGRAPHS 


(Court of Appeal of Louisiana, Orleans.) Sending of tele- 
graphic message from, one state into or through another is 
transaction in “interstate commerce” (Interstate Commerce 
Act, Sec. 1, as amended, 49 U. S. C. A., Sec. 1). (Fortier vs. 
Western Union Telegraph Co., 168 Sou. Rep. 321.) 

Delay in delivery of telegram originating in Pennsylvania 
after its transmission to Louisiana did not strip transaction of 
its interstate character, as respects right of addressee to re- 
cover damages for mental suffering occasioned by such delay 
(Interstate Commerce Act, Sec. 1, as amended, 49 U. S. C. A., 
Sec. 1).—Ibid. 

Transmission of telegram is indivisible movement from 
receipt of telegram from original sender to final delivery to 
addressee, as respects interstate character of transmission of 
telegram from one state to another (Interstate Commerce Act, 
Sec. 1, as amended, 49 U. S. C. A., Sec. 1).—Ibid. 

Telegram transmitted from one state to another does not 
lose its interstate character on arriving at its final destination 
in such other state, as respects right of addressee to recover 
damages for mental suffering occasioned by undue delay in 
delivery of telegram (Interstate Commerce Act, Sec. 1, as 
amended, 49 U. S. C. A., Sec. 1; Civ. Code, arts. 1934, 2315). 
—Ibid. 

In Louisiana, recovery could not be had for mental anguish 
occasioned by delay in transmission of interstate telegram 
where such mental anguish was not accompanied by either 
financial loss or physical injury, notwithstanding Louisiana stat- 
ute permitting recovery for damages resulting solely from 
mental anguish (Interstate Commerce Act, Sec. 1, as amended, 
49 U.S. C. A., Sec. 1).—Ibid. 
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In neither state nor federal court can recovery be had for 
mental anguish occasioned by delay in transmission of inter- 
state telegram if such mental anguish is not accompanied by 
either financial loss or physical injury, notwithstanding that 
state courts may permit such recovery on intrastate transac- 
tions under either state statutes or principles announced by 
such courts (Interstate Commerce Act, Sec. 1, as amended, 49 
U. S. C. A., Sec. 1).—Ibid. 





Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Montana.) Use of public highways for 
purpose of gain is extraordinary use and generally may be 
regulated by statute. (Board of Railroad Commissioners vs. 
Reed, 58 Pac. (2d) Rep. 271.) 

For protection of state highways, private motor carriers 
could be required to obtain certificate of public .convenience 
and necessity (Laws 1931, c. 184).—Ibid. 

Regulation of motor transportation for protection of public 
is legitimate exercise of police power of state.—Ibid. 

Courts do not favor excusing persons using public highways 
for transportation for hire from responsibilities of common car- 
riers on merely technical grounds, particularly when plan of 
operation evidences studied attempt to reap rewards of com- 
mon carriers without incurring corresponding liabilities.—Ibid. 

Courts will go behind form of subterfuge or evasion or 
corporate formation to impose responsibilities of common motor 
carriers on those who are such in substance.—lIbid. 

In suit by Board of Railroad Commissioners to enjoin de- 
fendant from operating motor vehicles on commercial basis 
without authorization, where defendant answered that he was 
employe of voluntary association banded together to handle 
shipping of members’ goods only, failure to make members or 
association parties defendant precluded trial court from find- 
ing that association was mere subterfuge and from granting 
temporary injunction (Laws 1931, c. 184; Rev. Codes 1921, Secs. 
9078, 9089, 9090).—Ibid. 

All parties to contract are ordinarily indispensable parties 
to bill in equity for its enforcement, or for its rescission, or to 
enjoin its performance.—Ibid. 

Acts of unincorporated association cannot be enjoined in 
suit against officers alone, in absence of statutory provision 
authorizing such procedure.—Ibid. 

In suit by Board of Railroad Commissioners to enjoin 
defendant from operating motor vehicles on commercial basis 
without authorization, on filing of defendant’s answer, at time 
set for hearing, alleging that he was employe of voluntary as- 
sociation, plaintiff should have asked for continuance and re- 
framed pleadings to bring association into case, if plaintiff did 
not know of association when plaintiff instituted suit, or asso- 
ciation might have been brought in on order of court (Laws 
1931, c. 184; Rev. Codes 1921, Secs. 9078, 9089, 9090).—Ibid. 





(Supreme Court of Florida, Division B.) Probative force 
of evidence on which Railroad Commission granted application 
of motor vehicle common carrier to transfer its certificate of 
public convenience and necessity to corporation which was not 
a certified motor vehicle common carrier, held not reviewable 
by certiorari where commission’s conclusions were sustained 
by substantial evidence (Acts 1931, c. 14764, Secs. 4, 9, 10). 
(University City Transfer Co. vs. Florida Railroad Commission, 
168 Sou. Rep. 413.) 

In proceeding before Railroad Commission for permission 
to transfer certificate of public convenience and necessity, 
wherein objections were filed on ground that rights under cer- 
tificate had been abandoned, refusal to revoke certificate held 
proper where no citation or formal charge had been issued 
against certificate holder (Acts 1931, c. 14764, Secs. 4, 9, 10). 
Ibid. 


Where Railroad Commission on hearing of application for 
permission to transfer certificate of convenience and necessity 
declined to revoke certificate on ground that rights thereunder 
had been abandoned, transferee of certificate was under no 
duty to show existence of public convenience and necessity 
as would be required to support an original application for 
—* of such certificate (Acts 1931, c. 14764, Secs. 4, 9, 10). 
—Ibi 
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ACTS SUPPLEMENTARY TO I. C. ACT 


The Commission has published the acts supplementary to 
the interstate commerce act which it administers, or in the ad- 
ministration of which it has a part, revised to October 1, 1935. 
They make up a volume, index included, of 191 pages. The 
text of the supplementary acts covers 117 pages. The index 
uses up the remainder of the pages. The volume is for sale 
by the Superintendent of Documents, Washington, D. C., for 
15 cents. 

The contents of the volume are the statutes or resolution: 
Accidents reports; air mail; ash pan; bankruptcy act, as 
amended; block signal resolution; boiler inspection; Clayton 
anti-trust act, as amended; emergency relief and construction 
act of 1932; hours of service act, as amended; locomotive in- 
spection act, as amended; medals of honor act and regulations, 
as amended; merchant marine, as amended; miscellaneous pro- 
visions; national industrial recovery act (Public Works Ad- 
ministration); parcel post; railroad retirement act of 1935; 
railway labor; railway mail service pay acts, as amended; 
Reconstruction Finance Corporation act, as amended; safety 
appliance acts, as amended; standard time act, as amended; 
tax on carriers’ and employes’ act; and transportation of ex- 
plosives act, as amended. 

While this volume is not so called, it may be regarded as 
the second volume of the statutes which the Commission ad- 
ministers or is with which it is concerned in an administrative 
sense. The other or first volume is entitled, “The interstate 
commerce act, together with text or related sections of cer- 
tain supplementary acts.” Its text is also revised to October 
1, 1935. It was published several months ago. 


TEXAS COTTON RATES 


Judge T. M. Kennerly, of the Federal District Court at 
Houston, Tex., has granted the application of Anderson, Clay- 
ton and Company, of Houston, for an injunction restraining 
the Wichita Valley Railway Company, Fort Worth and Denver 
City Railway Company, and the Burlington-Rock Island rail- 
roads from charging intrastate rates on cotton shipments mov- 
ing from interior Texas points to Houston and other Texas 
ports. 

He declared that all such shipments were interstate and 
should come under the interstate commerce act. The inter- 
state rate is lower than the intrastate rate. 

The interstate rate applying to shipments of cotton allows 
cotton to be compressed within 100 miles of its original point 
of shipment, if the shipments are in lots of over 40 bales. 

The intrastate rate provides that cotton must be com- 
pressed at the compress nearest to the original point of ship- 
ment. 

The dispute over rates grew out of protests from small 
ginners in the Wichita Falls area complaining of cotton in 
their communities being sent to Wichita Falls for compress 
and then being shipped to Houston for reshipment to various 
ports in the United States and foreign countries. Ginners in 
the vicinity of Wichita Falls claimed they were losing business 
to the compresses at Wichita Falls. They applied to the Texas 
railroad commission for aid, contending that the intrastate rate, 
which would require the cotton to be compressed at the nearest 
compress, be applied. 

Acting on advice of the attorney general's department of 
‘Texas, the three railroads applied intrastate rates and Ander- 
son, Clayton, and Company, world’s largest cotton firm, filed 
suit in federal court to restrain the railroads from applying 
intrastate rates. 





OLD COLONY TRUSTEE 


James Lee Loomis, in Finance No. 10992, N. Y. N. H. & H. 
reorganization, has asked the Commission to ratify his appoint- 
ment as trustee of the Old Colony Railroad Co., a subsidiary of 
the New Haven. Mr. Loomis is one of the New Haven trustees. 
This application is for ratification of his appointment to be 
the trustee of this subsidiary. 


RAIL CREDIT CORPORATION 


E. G. Buckland, president of the Railroad Credit Corpora- 
tion, has authorized the following statement: 

Substantial payments made by carriers on their loans will enable 
The Railroad Credit Corporation to make a further distribution to par- 
ticipating carriers on July 15, 1936, of $1,447,020, or two per cent of 
the contributed funds. Of this amount $803,222 will be paid in cash 
and $643,798 will be credited on carriers’ indebtedness to the Corpora- 
tion. 

This will bring the total amount distributed to $38,976,936, or 
fifty-three per cent of the amount originally contributed by the car- 
riers participating in the Marshalling and Distributing Plan, 1931. 

This distribution will be in addition to the one made by the Rail- 
road Credit Corporation on June 30 when $735,881, or one per cent of 
the contributed funds were repaid to participating carriers. 
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REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics of Class I steam railways (switch- 
ing and terminal companies not included) for March and the 
three months ended with March, 1936 and 1935, for the United 
States, compiled from 134 reports representing 144 steam rail- 


ways by the Bureau of Statistics 
March 


Aggregates 


*1, Miles of road operated at close 
month, freight service ....... 

*2. Miles of road operated at close 
month, passenger service ....... 

3. Number of revenue tons carried .... 


4, Number of revenue tons carried one 


ey MR 5 4 0d sie:0ima, 04:0 
....$ 251,603,541 $ 


5. Freight revenue (whole dollars) 


6. Number of revenue passengers carried: 


6-01. Commutation passengers 


6-02. All other passengers ..... 
a: ) SE 2.82 u bee Nw acy er) cree 
Number of revenue passengers car- 


_ 


ried one mile: 
7-01. Commutation passengers 


7-02. All other passengers ...... 
a EE Shans $e Cook oi 'n 4.00 
8. Passenger revenue (whole dollars) : 


8-01. Commutation fares 
8-02. All other fares 


*9. Passenger train-miles 
*10. Passenger car-miles 
Averages 

Freight Traffic: 


i, RES eo 


1936 
of 
be 235,475 
of 
Rp 179,570 
121,158,400 
ae 25,303,920 


23,459,638 


16,239,599 
39,699,237 


362,845,634 


11. Miles per revenue ton per road .. 


12. Revenue per ton-mile (cents) 


13. Revenue per ton per road (dollars) 


Commutation Passenger Traffic: 


14-01. Miles per passenger per road . 


15-01. Revenue per passenger-mile (cents) 
16-01. Revenue per passenger per road 


ER OCP es eer ee 


All Other Passenger Traffic: 


14-02. Miles per passenger per road .... 
15-02. Revenue per passenger-mile (cents) 
16-02. Revenue per passenger per road 


SN, ca ate Sct Shing ees eaeai 


Total Passenger Traffic: 


14-02. Miles per passenger per road.. 


15-03. Revenue per passenger-mile (cents) 
16-03. Revenue per passenger per road 


DONEE “suck pqnlengs ate ads « 


17. Revenue passenger-miles per train- 


ARR Fry On ee 


18. Revenue passenger-miles per car- 


BD 6 Mitek aes teat aw 6 Pane Pb baba 





1,176,230,096 1, 
1,539,075, 730 i, 


$3,990,709 
$26,510,813 
$30,501,522 
33,135,767 
129,761,213 


208.8 
0.994c 
$2.08 


15.5 
1.10¢ 


$0.17 


72.4 
2.25¢ 


$1.63 


38.8 
1.98¢ 


$0.77 
46.4 


11.9 


of the Commission, follow: 


1935 
236,642 


* 


115,695,848 


24,592,541 
228,933,882 


22,233,044 
14,420,354 
36,653,398 


340,643,108 
029,337,029 
369,980,137 


$3,774,260 
$23,937,821 
$27,712,081 


32,584,757 
136,016,916 


212.6 
0.931¢ 
$1.98 


15.3 
1,11¢ 


$0.17 


71.4 
2.33¢ 


$1.66 


37.4 
2.02c 


$0.76 
42.0 
10.1 


*New statistical item effective January 1, 1936. Where prior period 
figures are not shown they are not available. 


Three Months 


Aggregates 


*1, Miles of road operated at close of 





month, freight servicey ......... 235,494 236,705 
*2. Miles of road operated at close of 
month, passenger servicey......... 180,002 * 
3. Number of revenue tons carried..... 373,108,801 334,494,526 
4. Number of revenue tons carried one 
RD CUBRRID cnet siceiess 76,656,743 68,797,844 
5. Freight revenue (whole dollars)..... $737,561,986 $646,516,250 
6. Number of revenue passengers carried: 
6-01. Commutation passengers 69,719,008 67,312,967 
6-02. All other passengers ......... 49,274,002 43,073,264 
a OEE: ““Sapwerya tans odes iccs we 118,993,010 110,386,231 
7. Number of revenue passengers car- 
ried one mile: 
Grain and Live 
grain prod. stock Coal 
1936 41,738 12,811 114,157 
amen) Gl) TOMES .cicscccccecces 1935 28,234 9,416 118,276 
1934 43,084 18,256 107,129 
Preceding week June 20 ......... 1936 34,064 11,686 103,993 
Per cent increase over ........... 1935 47.8 36.1 
Per cent decrease under ......... 1935 3.5 
Per cent increase over ........... 1934 6.6 
Per cent decrease under ......... 1934 3.1 29.8 
1936 825,384 311,285 3,343,852 
Cumulative 26 weeks to June 27 | 1935 673,630 319,522 3,196,277 
1934 778,221 405,707 3,183,142 
Per cent increase over ........... 1935 22.5 4.6 
Per cent decrease under ......... 1935 2.6 
Per cent increase over ........... 1934 6.1 5.0 
Per cent decrease under ......... 1934 23.3 


Per cent to 15 year average 83.1. 
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701. Commutation passengers . 1,070,825,794 1,031,828, 436 
7-02. All other passengers ........ 3,740,027, 708 3,169,891, 798 
We I a's 3/040 cia sae boea’e oe Be eats 4,810,853,502 4,201,720,234 
8. Passenger revenue (whole dollars) 
8-01. Commutation fares .......... $11,889,933 $11,457,709 
eS ee Seer ee $84,587,235 $73,935,621 
ne. WRN so aiere say ab id. bu tres $96, 477,168 $85,393,330 
*9. Passenger train-miles ..............- 99,158,114 95,323,092 
*10. Passenger car-Miles ......ccesscscces 390,776,644 400,152,506 
Averages 
Freight Traffic: 
11. Miles per revenue ton per road.. 205.5 205.7 
12. Revenue per ton-mile (cents)..... 0.962c 0.940¢e 
13. Revenue per ton per road (dollars) $1.98 $1.93 
Commutation Passenger Traffic: 
14-01. Miles per passenger per road..... 15.4 15.3 
15-01. Revenue per passenger-mile (cents) 1.1le 1.11le 
16-01. Revenue per passenger per road 
RE IS 9 SS SE ae $0.17 $0.17 
All Other Passenger Traffic: 
14-02. Miles per passenger per road..... 75.9 73.6 
15-02. Revenue per passenger-mile (cents) 2.26¢ 2.33¢ 
16-02. Revenue per passenger per road 
I kira a, oy ip WE Neale Cow a $1.72 $1.72 
Total Passenger Traffic: 
14-03. Miles per passenger per road..... 40.4 38.1 
15-03. Revenue per passenger-mile (cents) 2.01¢c 2.03¢ 
16-03. Revenue per passenger per road 
Le Fe ae ee $0.81 $0.77 
17. Revenue passenger-miles per train- 
NE Sao bid Orcbuwwain awe Kks eae 48.5 44.1 
18. Revenue passenger-miles per car- 
es cd te le 6 okie cas hl eeen ei 12.3 10.5 


*New statistical item effective January 1, 1936. Where prior period 
figures are not shown they are not available. 


tRepresents an average of the mileage reported at the close of each 
month within the period. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended July 4 totaled 
649,759 cars—63,880, or 9 per cent under the preceding week 
(due to the holiday), 178,633, or 37.9 per cent, above the cor- 
responding week last year, and 129,018, or 24.8 per cent, above 
the corresponding week in 1934. Miscellaneous loading totaled 
264,629; merchandise, 142,052; coal, 105,469; coke, 7,994; grain 
and products, 41,972; live stock, 11,396; forest products, 30,910; 
ore, 45,337. The large percentage increases over 1935 and 1934 
are due largely to the fact that loading in the corresponding 
periods of those years included loss of a full day’s loading on 
account of the Fourth of July while this year that holiday fell 
on Saturday. 

Railroads the week ended June 27 loaded 713,639 cars of 
revenue freight (see Traffic World, July 4), according to the 


Association of American Railroads. 





All districts reported in- 


creases, compared with the corresponding weeks in 1935 and 


1934. 


Loading of revenue freight in 1936 compared with the two 
previous years follow: 


weeks in 
weeks in 
weeks in 
weeks in 
weeks in 


as. & OS 


be Be a ee ee 
Week of June 13 
Week of June 20 
Week of June 27 


Total 


pA Oe oe Pee 


February 


1936 


690,716 
713,639 





16,590,870 


1935 
2,169,146 
2,927,453 
2,408,319 
2,302,101 
2,887,975 

629,712 
652,111 
567,049 
616,863 


15,160,729 


1934 
2,183,081 
2,920,192 
2,461,895 
2,340,460 
3,026,021 

616,768 

618,881 

623,322 

646,003 


15,436,623 


Revenue freight loading by districts the week ended June 
Revenue Freight Car Loading—Week Ended Saturday, June 27 


Coke 
8,336 
5,596 
6,418 
8,297 

49.0 


29.9 
220,377 
170,063 
200,673 

29.6 


9.8 


Forest 
products 
36,030 
28,516 
24,266 
34,380 
26.4 


48.5 
782,377 
635,076 
600,415 

23.2 


30.3 


Ore 
49,462 
33,535 
34,874 
50,485 

47.5 


41.8 
499,168 
355,005 
320,593 

40.6 


55.7 


Mdse. 


L.C. L. Miscellaneous Total 


161,300 
155,953 
160,624 
160,889 

3.4 


4 
4,008,948 


4,022,755 
4,183,825 


4.2 


289,805 
237,337 
251,352 
286,922 

22.1 


15.3 
6,599,479 
5,788,401 
5,764,047 

14.0 


14.5 


713,639 
616,863 
646,003 
690,716 

15.7 


10.5 
16,590,870 
15,160,729 
15,436,623 

9.4 


7.5 
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27 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,305 and 4,955; live 
stock, 1,148 and 927; coal, 25,458 and 31,147; coke, 1,631 and 1,406; for- 
est products, 1,589 and 1,989; ore, 4,833 and 3,199; merchandise, L. C. 
L., 41,743 and 40,756; miscellaneous, 69,009 and 57,774; total, 1936, 151,- 
716; 1935, 142,153; 1934, 141,958. 

Allegheny district: Grain and grain products, 3,228 and 2,475; live 
stock, 915 and 697; coal, 28,484 and 34,249; coke, 4,00 land 1,984; for- 
est products, 1,339 and 1,339; ore, 9,771 and 7,240; merchandise, L. C. 
L., 28,851 and 29,417; miscellaneous, 64,011 and 48,765; total, 1936, 
140,600; 1935, 126,166; 1934, 128,961. 

Pocahontas district: Grain and grain products, 280 and 222; live 
stock, 171 and 143; coal, 33,996 and 31,628; coke, 420 and 451; forest 
products, 701 and 694; ore, 214 and 74; merchandise, L. C. L., 5,322 
and 5,219; miscellaneous, 7,194 and 5,935; total, 1936, 48,298; 1935, 
44,366; 1934, 44,350. 

Southern district: Grain and grain products, 2,873 and 2,138; live 
stock, 1,146 and 1,015; coal, 14,870 and 11,371; coke, 381 and 276; forest 
products, 9,974 and 8,314; ore, 876 and 458; merchandise, L. C. L., 
27,729 and 25,684; miscellaneous, 38,726 and 34,197; total, 1936, 96,575; 
1935, 83,453; 1934, 84,755. 

Northwestern district: Grain and grain products, 8,557 and 6,789; 
live stock, 3,890 and 1,930; coal, 3,697 and 2,833; coke, 1,681 and 1,163; 
forest products, 10,265 and 6,591; ore, 31,770 and 19,847; merchandise, 
L. C. L., 19,712 and 19,467; miscellaneous, 35,415 and 28,506; total, 1936, 
114,987; 1935, 87,126; 1934, 94,689. 

Central Western district: Grain and grain products, 14,064 and 
7,749; live stock, 4,221 and 3,457; coal, 5,563 and 5,161; coke, 133 and 
194; forest products, 7,088 and 5,936; ore, 1,759 and 2,369; merchandise, 
L. C. L., 25,292 and 23,185; miscellaneous, 47,486 and 38,168; total, 
1936, 105,606; 1935, 86,219; 1934, 99,955. 

Southwestern district: Grain and grain products, 6,431 and 3,906: 
live stock, 1,320 and 1,247; coal, 2,089 and 1,887; coke, 89 and 122: for- 
est products, 5,074 and 3,653; ore, 239 and 348; merchandise, L. C. L., 
12,651 and 12,225; miscellaneous, 27,964 and 23,992; total, 1936, 55,857; 
1935, 47,380; 1934, 51,335. 


RAIL FINANCIAL ITEMS 


Class I steam railways in the four months ended with April 
had a deficit in net income of $30,218,472 as against a deficit 
of $51,526,885 for the corresponding period of 1935, according 
to the monthly statement prepared by the Bureau of Statistics 
of the Commission on selected income and balance-sheet items. 
For April the deficit in net income was $2,295,339 as against 
a deficit of $8,166,910 in April last year. 

Large steam railways with annual operating revenues 
above $25,000,000 which had a net income after charging depre- 
ciation in the four months ended with April, with the net in 
each instance, were: Atlantic Coast Lines, $1,314,176; Chesa- 
peake & Ohio, $11,530,357; Chicago, Burlington & Quincy, $344,- 
516; Elgin, Joliet & Eastern, $513,039; Grand Trunk Western, 
$389,984; Louisville & Nashville, $1,916,559; New York, Chicago 
& St. Louis, $807,047; Norfolk & Western, $9,707,320; Pennsyl- 
vania, $5,965,751; Pere Marquette, $890,766; Pittsburgh & Lake 
Erie, $987,231; Reading, $1,806,707; Texas & Pacific, $292,494; 
and Union Pacific, $1,218,614. 

Details in the statement relating to the four months, 
selected asset items and selected liability items, follow: 


For the four months of 


Income Items 1936 1935 
1. Net railway operating income ........ $ 146,112,622 $ 121,075,242 
a eer 45,584,626 50,624,647 
3. ER a ee $ 191,697,248 $ 171,699,889 
4. Miscellaneous deductions from income 6,298,759 5,896,672 


5. Income available for fixed charges.$ 185,398,489 $ 165,803,217 
6. Fixed charges: 


6-01. Rent for leased roads ........ 44,477,921 44,113,035 

6-02. Interest deductions ........... 166,232,336 168,327,479 

6-03. Other deductions ............. 874,676 872,560 

6-04. Total fixed charges ...... $ 211,584,933 $ 213,313,074 
7. Income after fixed charges ........... 26,186,444* 47,509,857* 
ee 4,032,028 4,017,028 
9. a eee 30,218,472* 51,526,885* 
10. Depreciation (Way and structures and 

ee ee i ge ent 64,522,814 64,916,725 
11. Federal income taxes ................ 6,495,554 5,357,221 
12. Dividend appropriations: 

12-01. On common stock ........... 16,382,503 23,889,535 

12-02. On preferred stock .......... 4,909,502 3,866,546 

Balance at end of April 

Selected Asset Items 1936 1935 
13. Investments in stocks, bonds, etc., 

other than those of affiliated compan- ? 

jes (Total, Account 707) ............ $ 690,225,716 $ 767,492,638 
Ne Ia ig i cn in pwn Gee ee $ 445,010,757 $ 331,390,766 
15. Demand loans and deposits .......... 5,267,039 10,554,436 
16. Time drafts and deposits ............. 31,974,359 39,354,639 
Pa I SI 5c oc ved vices ee sentves 97,693,654 84,712,553 
18. Loans and bills receivable ........... 2,503, 762 4,243,574 
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19. Traffic and car-service balances receiv 


BD nds eWeek hares osunn ss bb éedanus 58,197,647 53,927,535 
20. Net balance receivable from agents 
ie OS ccs bs en des aboswes 46,014,652 44,002,654 
21. Miscellaneous accounts receivable .... 146,688,445 144,019,665 
22. Materials and supplies ............... 299,299,522 305,815,687 
23. Interest and dividends receivable ..... 25,844,292 37,985,829 
DE, SD NEED Sake cons ancs secs ves 2,230,125 2,824,146 
TS. GUE CUETOME GORGTS occ ccc cisvvececs 5,804,458 10,872,573 
26. Total current assets (items 14 to 
Mn Guida stk koa came tae bande $1,166,528,712 $1,069,704,057 
Balance at end of April 
Selected Liability Items 1936 1935 
27. Funded debt maturing within 6 
Dn: 66.45. ahcnh sbkbad vesaheihe $ 347,200,625 $ 187,212,741 
28. Loans and bills payable§ ............ $ 244,895,620 326,419,508 
29. Traffic and car-service balances paya- 
Be ee te Pierce ne cab ebs oo meena ee 74,068,476 68,344,627 
30. Audited accounts and wages payable . 235,927,257 217,460,803 
31. Miscellaneous accounts payable ...... 79,909,692 77,252,646 
32. Interest matured unpaid ............ 457,715,667 344,951,334 
33. Dividends matured unpaid ........... 2,557,067 4,721,019 
34. Funded debt matured unpaid ........ 434,951,725 292,878,196 
35. Unmatured dividends declared ....... 1,414,116 1,836,329 
36. Unmatured interest accrued ......... 107,690,473 109,447,397 
37. Unmatured rents accrued ............ 36,935,524 36,165,792 
38. Other current liabilities ............. 22,105,270 24,449,591 
39. Total current liabilities (items 28 
SRE: caickcankksndcandadsuasead $1,698,170,887 $1,503,927,242 
40. Tax liability (Account 771): 
40-01. U. S. Government taxes ..... $ 51,984,889 $ 35,613,086 
40-02. Other than U. S. Government 
SS turcabiteeedweuwh souekbea es 130,228,768 132,827,091 


+The net income as reported includes charges of $1,417,324 for April, 
1936, and $5,713,086 for the four months of 1936 on account of accruals 
for excise taxes levied under the Social Security Act of 1935; also $3,- 
969,185 for April, 1936, and $7,986,962 for the four months of 1936 under 
the requirements of an act approved August 29, 1935, levying an excise 
tax upon carriers and an income tax upon their employes, and for 
other purposes. (Public No. 400, 74th Congress). The net income for 
April, 1935, includes credits of $2,050,653 on account of reversal of 
charges previously made for liability under the Railroad Retirement 
Act of 1934. The net income for the four months of 1935 includes 
charges of $4,143,041 on account of accruals for liability under the 
Railroad Retirement Act of 1934. 

tIncludes payments which will become due on account of principal 
of long-term debt (other than that in Account 764, funded debt ma- 
tured unpaid) within six months after close of month of report. 

§Includes obligations which mature not more than 2 years after 
date of issue. 

*Deficit or other reverse items. 


Cc. AND N. W. PASSENGER BUSINESS UP 


Judging from the summer business up to the present, pas- 
senger business prospects for the Chicago and North Western 
for the remainder of the summer are the brightest in years, 
according to a statement by R. Thomson, passenger traffic 
manager. In June, he said, there was a 20 per cent in and 
outbound passenger increase through the railroad’s Chicago pas- 
senger terminal over the same month in 1935. Indicative of 
the general increase in passenger business, he said, was the 
‘railroad’s 400, fast Chicago-Twin City passenger train, “which 
showed an increase of 2,437 passengers in June over the same 
month of 1935 for a 47 per cent increase.” Suburban pas- 
sengers in and out of Chicago were 89,000 more in June of this 
year over the same month last year, he said, and added that 
“all divisions of travel are showing remarkable gains over a 
year ago.” 


UNION PACIFIC TICKET SALES 


Passenger ticket sales on the Union Pacific in June ex- 
ceeded those of any month since 1929, according to a statement 
made by H. S. Basinger, passenger traffic manager. The in- 
crease, he said, was equally divided between eastbound and 
westbound business. He said he attributed much of the in- 
crease to the railroad’s new passenger trains, the Chicago-Los 
Angeles Challenger, and the streamliners, City of Los Angeles, 
City of San Francisco, City of Portland, City of Salina, and 
City of Denver. 


CHANGES IN DOCKET 


Hearing in No. 27396, assigned for July 8, at New York, N. Y., 
before Examiner Griffin. was cancelled. 

Further hearing in No. 24069, assigned for July 7, at Washington, 
D. C., before Examiners Hosmer and Furniss, was postponed to 4 
date to be hereafter fixed. 
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Procedure Before Rate and Classification Committees 


_ (Twenty-Eighth of Thirty-Six Articles on Industrial Traffic Man- 
agement by G. Lloyd Wilson, Professor of Transportation and Public 
Utilities, University of Pennsylvania, and Chairman, Committee on 
Education and Research, Associated Traffic Clubs of America.) 


NDUSTRIAL and commercial traffic managers have, as part 
| of their duties, the work of preparing applications for 

classification and rate changes in which their companies 
or associations are interested for presentation to and consid- 
eration by freight classification committees, the traffic depart- 
ments of the carriers, and the rate committees of freight traffic 
associations. 

At the outset it should be stated that it is the conviction 
of the author that industrial and commercial traffic managers 
should present classification and rate complaints first to the 
classification and rate committees of the carriers and not re- 
sort to complaints to regulatory commissions or courts until 
the carriers have had an opportunity to adjust the matters 
of which complaint is made. Litigation is time-consuming and 
vexatious, as well as expensive, and should be resorted to only 
when other paths of settlement of differences of opinion have 
been explored and found to be blocked. When this has been 
done, those who believe their rights are unlawfully prejudiced 
should file complaints with the regulatory commissions or 
enter suits in the courts, whichever is the proper remedy. 


Classification Committee Procedure 


The Official, Southern, and Western Classification commit- 
tees and the Consolidated Freight Classification Committee 
have substantially similar organizations, functions, and pro- 
cedure, so that the practices of the Consolidated Freight Classi- 
fication Committee may be taken as representative. The Official 
Classification Committee maintains its headquarters in New 
York, the Southern Classification Committee has headquarters 
at Atlanta, Georgia, and the Western Classification Committee 
has its offices at Chicago. The chairmen of these three sec- 
tional classification committees constitute the Consolidated 
Freight Classification Committee, which maintains headquar- 
ters in Chicago. 

__ Applications for changes in the class ratings to which ar- 
ticles are assigned, in the description of the articles, in the 
carload minimum weights, or in the classification rules and 
their application to certain articles, are made to the classifica- 
tion committees by the carriers or by shippers or consignees. 
The applications are required by the regulations of the classi- 
fication committees to be filed in triplicate accompanied by 
triplicate sets of exhibits, pictures, or cuts, catalogues, or other 
data filed in support of the applications to acquaint the mem- 
bers of the committees with the exact nature of the articles. 


Applications for changes in classification must show the 
correct name and full description of the article on which classi- 
fication change is requested, including the substance of which 
the article is made and the uses to which it is put. 


Detailed information is requested pertaining to the man- 
ner in which the article is prepared or packed for shipment— 
whether in bags, barrels, boxes, bundles, crates, or in some 
other type of container or in bulk, including the length, width, 
and height in inches of the packages; the weight in pounds, 
when packed for shipment, of each piece or package, and the 
weight a cubic foot of space occupied; and the value of the 
article a pound. The weight of the commodity a cubic foot 
is determined by multiplying the length by the width, and 
this product, in turn, is multiplied by the height. This figure 
must be reduced to feet and the weight divided by the number 
of cubic feet in order to arrive at the weight a cubic foot. 
These data must be shown separately for the articles when 
shipped in less than carload and carload quantities. If the 
goods are shipved “knocked-down,” the extent to which knock- 
ing-down reduces the bulk must be shown, and, if the articles 
are shipped “nested,” the extent to which the articles are 
nested and reduced in bulk by nesting must be indicated. 

Reference must be made to the description of the article, 
the ratings in carload and less than carload lots in each classi- 
fication territory, and the carload minimum weight require- 
ments in each classification. The description of the article, to- 
gether with the class ratings and the carload minimum weight 
in each territory desired, must be indicated. 

Information must be supplied as to the actual weight of 
the commodity that can be loaded in a standard railroad car 
with dimensions of 36 feet in length, 8 feet 6 inches in width, 
and 8 feet in height, inside measurements. 

_ Statements must be made indicating whether the article is 
shipped in straight carloads or in mixed carloads with other 
articles. If the former, the number of cars shipped a year 


and the territory in which the traffic is moved must be stated. 
If shipped in mixed carloads, the other articles included in the 
mixed shipments must be shown. 

A statement is also required concerning the place where 
the commodity is grown, produced, or manufactured. 

The formal application contains also a full statement of 
the reasons why a change in classification or the addition to 
the classification is requested and the arguments should be 
briefly stated. 

The applicant is asked to state whether or not he has any 
objection to his name being quoted as the proponent of the 
change in classification in answer to inquiries that may be 
made to the classification committees concerning the identity 
of the person proposing the change. If the proponent wishes 
to appear either in person or by representatives at the hear- 
ings before the classification committees, he is asked to state 
whether and when he expects to appear at the hearings before 
the Official, Southern or Western Committee hearings, and 
also whether he has any objection to the information as to the 
time and place of his appearance being given to others, should 
they inquire. 

The application must be signed by the applicant and filed 
with the classification committees a month before the close 
of the committees’ dockets on the first day of March, June, 
September, and December, of each year. This advance notice 
is desired by the committees in order to afford an opportunity 
for investigation and the inclusion of the applications on the 
classification committees’ dockets, which are sent to the car- 
riers parties to the Consolidated Freight Classification. If 
the applications are not received sufficiently in advance of the 
closing dates of the dockets in order to make it possible for 
them to be published in the printed docket, the applications 
must be held over for a subsequent docket. 


Classification Committee Dockets 


The printed dockets of the Consolidated Freight Classifica- 
tion Committee, combining the dockets of the Official, South- 
ern, and Western Classification Committee hearings, are con- 
secutively numbered. The commodities in connection with 
which changes in description, ratings, and carload minimum 
weights or changes in rules are proposed, are indexed alpha- 
betically by commodities or by rule number. Im the body 
of the docket each proposed change is arranged according to 
the docket subject number. The page and item number of the 
item, as it appears in the current Consolidated Freight Classi- 
fication, are shown, together with the description of the articles, 
the carload minimum weights, and the class ratings in the 
Official, Southern, and Western Classification, if the articles 
are already listed. The proposed descriptions, carload mini- 
mum weights, and class ratings are similarly shown, with a 
reference indicating whether the changes or additions have 
been proposed by shippers or carriers. In like manner, the 
rules, as they are in the current Consolidated Freight Classifi- 
cation and as proposed, are shown in juxtaposition. 

The dockets of the Consolidated Classification Committee 
are distributed prior to the hearings to afford interested car- 
riers and shippers opportunity to consider the petitions for 
changes in the rules, descriptions of the commodities, class 
ratings, or carload minimum weights docketed for considera- 
tion. The committee reserves the right to alter the proposed 
changes shown in the dockets as may be warranted in the 
discretion of the committee after consideration of the infor- 
mation submitted and investigation by the committee. 

Hearings are usually scheduled before the Official, West- 
ern, and Southern Classification committees about a week apart, 
in New York, Chicago, and Atlanta, in January, April, July, 
and October of each year. Appointments for opportunity to 
be heard may be made by application to the chairmen or 
secretaries of the respective classification committees. Oral 
arguments and information may be offered by industrial or 
commercial traffic managers or others seeking classification 
additions or changes at the hearings, but, if written arguments 
or exhibits are introduced, they must be offered in four com- 
plete identical sets. 

After hearing the statements of shippers, carriers, or other 
interested parties, the committees ask whatever questions the 
members consider necessary and appropriate to inform them 
of the commercial and transportation characteristics of the 
commodities and to assist them in arriving at a decision. 


Rate Procedure 


Closely related to classification procedure, though con- 
ducted by industrial and commercial bodies with railroad traffic 
departments and freight traffic committees representing the 
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railroads rather than with classification committees, is rate 
procedure. The managers of industrial and commercial traffic 
departments have as an important duty the handling of re- 
quests for changes in existing freight rates or the establishment 
of new rates required by their companies or associations. Re- 
quests of these types are made to railroad traffic departments 
and through these organizations to the traffic associations of 
the carriers. 

The procedure followed by the standing rate committees 
of the traffic associations is the result of an agreement nego- 
tiated with the carriers by the National Industrial Traffic 
League. The original agreement was made in 1927 and revised 
in 1929," and is known as the “agreement between the National 
Industrial Traffic League representing shippers, and the traffic 
executives representing railroads in Eastern, Southern and 
Western territories, covering the docketing of tariff changes 
and the procedure before rate committees.” 


Docketing 


Under this procedure, all proposals for changes in rates, 
rules, or regulations, with certain exceptions to be discussed 
later, are placed on the public docket of the respective traffic 
associations representing the carriers interested in the pro- 
posals, whether the proposals have originated as requests of 
the shippers or of the carriers. (These dockets are published 
in the Traffic Bulletin and in the Daily Traffic World and 
Traffic Bulletin.) 

Changes requested by shippers are submitted by the car- 
riers for prompt docketing with the rate committees having 
jurisdiction. Efforts are made by the railroad rate commit- 
tees to expedite action upon the proposals. If the interested 
shippers request, the railroad rate committees advise them of 
the progress of the subjects in which they are interested. 
Carriers that receive from shippers proposals to which they 
object may properly endeavor to have the shippers submitting 
the proposals amend or withdraw them, but, failing to persuade 
the shippers to do so, the proposals must be docketed, but 
without obligation on the part of the carriers transmitting the 
proposals to be docketed to support them. 

The railroad representative members of the rate commit- 
tees of the traffic associations are required, on the specific 
request of shippers, to state the grounds upon which changes 
in rates, rules or regulations proposed by the carriers are 
justified. 

The chairmen of the railroad rate committees are obligated 
promptly to advise representatives of the shippers, who request 
either in person or in written communications to be kept in- 
formed, the action finally decided on with respect to any dock- 
eted subject that has been considered by their respective 
committees. When the shippers’ representatives have been 
advised of the action taken, they may inform the railroad rate 
committee chairmen promptly that conference with one or 
more of the railroad traffic executives directly involved in 
the changes is desired. In such cases, the publication of the 
changes is delayed until an opportunity is given for the ship- 
pers’ representatives to confer with the traffic executives. If 
these conferences do not result in the acceptance of the ship- 
pers’ points of view by the carriers and the carriers decide 
to publish the changes proposed, the dissenting shippers’ repre- 
sentatives must be promptly informed and they are at liberty 
to request the Interstate Commerce Commission to suspend 
the tariffs or supplements containing the changes, if they desire 
to do so: The carriers, on specific request, also agree to give 
shippers the reasons for refusal to accede to proposals for rate 
changes proposed by the shippers. 


Further Docketing 


Tariff changes are not to be published without further 
docketing in cases where the subject has been on the docket for 
an extended period without announcement or conclusion and 
without active steps having been taken toward the disposition 
of the proposals, until the public has further opportunity to 
be heard on the matters. Specifically, it is provided that sub- 
jects that have remained on the docket unacted on for twelve 
months or longer are not published without redocketing, in 
cases where disposition notices are issued. In cases where dis- 
position notices are not regularly issued, subjects remaining 
on the docket for a period longer than six months are not 
acted on without redocketing. Tariff changes are not published 
without further docketing where the subjects have once been 
docketed and subsequently withdrawn from the docket. 


Proposals Not Placed on the Public Docket 
Certain types of proposals for changes in rates, rules, or 


1The original agreement was negotiated by a committee of the 
National Industrial Traffic League of which William H. Chandler, 
Traffic Manager of the New York Merchants’ Association, was chairman. 
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regulations are not placed on the public docket of the railroad 
freight traffic associations. These exempted subjects include: 


1, Establishment of rates not less than rates to or from a point be- 
yond in compliance with Rule 77 of the Tariff Circular of the Interstate 
Commerce Commission, or similar rules. 

2. Establishment of rates to or from intermediate points and com- 
binations of intermediate rates or in establishing rates under the ‘‘long 
and short haul clause’’ of the Interstate Commerce Act where relief 
from the provisions of the Act has been denied or withdrawn. 

3. Placing of one route upon the same basis as another—unless there 
is important intermediate territory involved, in which case the changes 
proposed are docketed. 

4. Establishment of rates on commodities upon which it is cus- 
tomary to publish commodity rates and upon which class rates or com- 
binations of intermediate rates only are in effect, to place the rates 
in relation with rates in the same general territory on the same com- 
modity, provided this does not result in advances in rates. 

5. Establishment of transit arrangements where none existed in 
order to place the points involved upon the basis applied generally 
throughout the territory. 

6. Those making local rates the same as those from contiguous 
points of origin or to contiguous points of destination. 

7. Establishment of rates made by differential routes on the usual 
differential bases lower than the standard rates via standard routes. 

8. Establishment of rates on commodities upon which it is cus- 
tomary to apply the same rates as those applied to other analogous 
commodities when the rates are made the same as those upon the other 


commodities, provided these changes do not result in increases in the 
rates. 


Proposals involving changes in tariffs of the types shown 
below are not placed on the railroad rate committees’ public 
dockets: 


1. Addition of stations or landings on existing lines. 

2. Changes that merely involve the addition of facilities at exist- 
ing stations. 

3. Station changes which note the establishment of new or addi- 
tional facilities for handling less-than-carload or for handling live 
stock, or the establishment of interchange tracks at specified stations. 

4. Opening and closing of stations at which business is transacted 
only at certain seasons of the year, such as stations at water termi- 
nals where service is suspended during the winter season. 

5. Changes removing restrictions as to the handling of inbound or 
outbound freight or removing or modifying restrictions as to the de- 
livery of freight on private sidings at specified stations. 

6. Removal or modification of restrictions designating stations as 
junction points, passing tracks or towers at which freight is not han- 
dled. 

7. Rates on circuses or show outfits, which are transported under 
special contract arrangements. 

8. Suspension and restoration supplements, suspending or putting 
into effect proposed or suspended tariffs. 

9. Changes in or arrangements for allowances for transferring less- 
than-carload shipments of freight between freight depots or transfer 
stations. 

10. Changes in rates or charges made to correct typographical or 
clerical errors, if the mistakes are discovered within ninety days after 
the tariffs have become effective.? 

The agreement with respect to docketing proposed changes 
in rates, rules, and regulations applies to all changes and or- 
ders of the Interstate Commerce Commission. The carriers 
cannot agree in all cases to docket changes that grow out of 
decisions of the Commission where the changes are not subse- 
quently embraced in complaints but that are required in the 
rate revisions made in such cases because of the relationship 
of the rates. elas 

The carriers in Official, Southern, and Western territories 
have stated their positions with respect to such rates. The 
carriers in Official Classification Territory have stated: 

Our lines accept the principle that the carriers, in making readjust- 
ments which are designed to comply with decisions of the Interstate 
Commerce Commission, should arrange for public docketing if said re- 
adjustments intentionally broaden the scope of such decisions, but they 
cannot bind themselves to docket changes which extend beyond the 
scope of the Commission's findings. This is because the Commission 
cannot broaden the scope of its findings beyond the evidence in a case 
and the pleadings are frequently so narrow that reasonable compliance 
with the order necessitates a broadening of the scope of the findings to 
avoid various infractions of the Commerce Act. Such broadening of 
the scope of Commission findings is perhaps quite as likely to involve 
reductions as increases. Moreover, the carriers frequently are con- 
fronted with the necessity of proceedings under short notice permis- 
sion in complying with orders of the Commission, and they must im- 
mediately adjust themselves to the law, using their best judgment as 
to how this shall be done. 

It is our view that this question should rest with recognition of the 
principle, as above, and if the shippers feel in any case that the car- 
riers have made a readjustment which unreasonably extends the scope 
of the Commission's findings, protest be made appropriate to the con- 
ditions if the readjustment has not been docketed.* 


docket, see agreement as revised, Section D. 
°‘‘Informal Settlement of Railroad Rate Controversies,’’ Chamber 
of Commerce of the United States, Washington, D. C., 1930, page 60. 
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The southern carriers have stated their understanding as 
follows: 


There appears to be no objection to docketing changes described 
where it is practicable, but in some instances the orders of the Com- 
mission requiring a change between a few points or a limited area make 
necessary other changes to avoid violation of Sections Three or Four, 


and the limited time allowed by the Commission will not permit public 
docketing.* 


The position of the western carriers is: 


It is the view of the Western Lines that this request should be 
complied with when date of the Commission's orders will permit of so 
handling, but in many cases such orders make necessary rate checks to 
determine the scope of the rate changes and revisions required to meet 
Fourth Section conditions which must be made in complying with the 
orders, and often considerable time is consumed in compiling such data, 
leaving so little time for compliance before effective date of the orders 
that docketing and holding public hearings would be impossible.® 


The committee on railroads of the Chamber of Commerce 
of the United States, after considering at length the facilities 
for the informal settlement of rate disputes afforded by the 
Bureau of Informal Cases and the Bureau of Traffic of the 
Interstate Commerce Commission, the standing rate committees 
of the carriers, and the traffic bureaus of chambers of com- 
merce, trade associations, and shippers’ councils, arrived at 
the following conclusions: 


1. There has been a general expression of opinion in favor of in- 
creased use of the established methods of informal settlement of rail- 
road controversies. 

2. It is the judgment of the Railroad Committee that activities along 
this line should be encouraged and extended as being in the public in- 
terest, and as being a practical means of relieving the over-burdened 
Interstate Commerce Commission. 

3. In carrying out the purpose to encourage and extend the use 
of established methods of informal settlement of rate controversies, it 
would be desirable to 

(a) secure the active cooperation of railroad and business execu- 
tives in the movement to settle rate controversies informally whenever 
possible; 

(b) enlarge the staff and broaden the work of the Bureau of Traffic 
of the Interstate Commerce Commission as an agency for the informal 
settlement of rate controversies; 

(c) propose to the Department of Commerce that its study of the 
relation of traffic management to business prosperity be pushed to 
completion on a comprehensive scale; 

(d) place at the service of the business men of the country the re- 
sults of this study of the organization and methods of chambers of 
commerce and trade associations that have been successful in the in- 
formal settlement of railroad rate controversies, and continue the study 


with a view to securing information on which to base more definite 
recommendations; 


(e) study the organization and methods of the Standing Rate Com- 
mittees and place a record of their experience at the service of the 
business men of the country; and 


(f) coordinate the efforts of the various agencies interested in set- 
tling railroad rate controversies wherever possible through informal 
conference and cooperation instead of through formal litigation.¢® 


The principal criticisms of informal procedure in rate ad- 
justment by its critics are the delays in effecting the adjust- 
ments, the opposition, the failure to give proponents of pro- 
posals the opportunities they desire to meet objections, and 
the opportunities afforded for “horse trading” for support of 
or opposition to certain proposals.’ 


After the opportunities for the informal adjustment of 
classification and rate disputes have been exhausted, industrial 
or commercial traffic managers must determine whether or not 
their causes shall be taken further in informal procedure with 
the Interstate Commerce Commission as mediator, or in formal 
litigation before the Interstate Commerce Commission or the 
courts. If the matters involve intrastate commerce, the mat- 
ters may be taken to the state regulatory commissions. 





‘Ibid, page 60. 

*Ibid, page 60. 

“Ibid, pages 56-57. 

‘Keith, Mendel A., ‘‘Needed Reform in Rate Bureau Procedure,”’ 
paper presented before The Oil and Gas Well Supply Traffic Association, 


St. Louis, and before The Ohio State Industrial Traffic League, Col- 
umbus, April, 1935. 


RAIL WAGE STATISTICS 


Class I railways, excluding switching and terminal com- 
panies, reported a total of 1,049,723 employes as of the middle 
of April, and total compensation paid employes that month of 
$148,993,648, according to the monthly statement prepared by 
the Bureau of Statistics of the Commission. These figures com- 
pare with 1,021,014 employes and compensation of $150,334,278 


in March. Employment in April was 7.43 per cent greater 
than in April, 1935. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Tariff Interpretation—Application of Routing Provisions in 
Connection with Alternative Rule Rates 


Illinois.—Question: Will you please answer the following 
question ? 

Carload rates on cereal food preparations from points in 
Central Freight Association territory to points in Western 
Trunk Line territory are made on a combination of grain prod- 
ucts rates, usually over Chicago. 

The rates to Chicago are named in local issues and are 
not involved in this question. The rates beyond Chicago are 
published in W. T. L. Tariff 332, I. C. C. A2653. By authority 
of Item 290 of W. T. L. 330-A, the through rates so made, 
alternate with the through class rate published in C. F. A. 
Tariff 491-A, I. C. C. 2813 and exceptions thereto in W. T. L. 
338-A, I. C. C. A-2692. 

Routing beyond Chicago is practically wide open in the 
class tariff C. F. A. 491-A, but is more restricted in the grain 
tariff W. T. L. 332. The latter tariff states very clearly that 
unless routing is shown the rates will not apply. However, the 
aggregate of intermediate rule, i. e., C-50 of C. F. A. 491A, 
says that if a combination rate can be made, that is cheaper 
than the through class rate, such combination rate will apply 
by all routes authorized in C. F. A. 491-A. The question is, 
can such a rule, published in the class tariff, operate to offset 
the specific routing restrictions in the grain tariff. 

Answer: With respect to this question see our answer to 
“Maryland” on page 77 of the Jan. 11, 1936 Traffic World 
under the caption, ‘Tariff Interpretation—Application of Tariff 
Provisions in Connection with Alternative Rule Rates Applic- 
able via Route Over Which Through Rates Apply.” 

In our opinion, the statements made in the above referred 
to answer apply with equal force to the facts set forth by 
you, notwithstanding that the Commission has held in Lammert 
Furniture Co. vs. Southern Ry. Co., 126 I. C. C. 197, that when 
a tariff refers to another tariff for rules or application, the 
tariff referred to in effect becomes a part of the tariff making 
such reference, and any restrictions, which are a part of the 
tariff referred to, are thereby included in the tariff making the 
reference, unless the latter tariff clearly and specifically pro- 
vides otherwise. 

It is our opinion that C. F. A. Tariff 491-A specifically 
authorizes the application of the rates published in W. T. L. 
Tariff 332 via the routes provided for in C. F. A. Tariff 491-A. 


Delivery by Carriers—Effect of “Clear” Receipt by Consignee 


Kansas.—Question: We would appreciate your opinion re- 
garding the following: 

A shipper consigned a shipment of straw to a commission 
firm, delivered on a team track, where it was held for sale. 
The Commission company paid the freight, deducting same 
in remitting to the shipper. The purchaser had the cars 
switched to his spur, where he discovered on unloading that 
the straw had been damaged by water, and on tracing the 
shipment found that the train had been wrecked. Further 
investigation disclosed that the leaky condition of the cars was 
doubtless due to the wrecking of the train. 

Has the purchaser recourse for damage against the car- 
rier? If so, kindly cite cases having a bearing thereon. The 
carrier refuses to recognize the purchaser’s claim, contending 
the shipment was delivered and accepted in good order. 

The buyer has no recourse against the commission com- 
pany, inasmuch as the straw was purchased team track. 

Answer: In Mears vs. Railroad Company (Conn.), 52 Atl. 
610, it was held that a “clear” receipt by a consignee is a mere 
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piece of evidence, and does not preclude him from afterwards 
proving that the goods were in fact damaged when received 
from the carrier. 

This ruling is similar to that under which the carrier may 
show that, notwithstanding the statement in a bill of lading 
that a certain amount of freight was received for transporta- 
tion or that the freight was in good order at the time of its 
delivery to the carrier, the amount stated in the bill of lading 
was not in fact received or that the freight was not in good 
order when tendered to the carrier for transportation. 


Damages—Manner of Giving Notice to Carrier in Order to 
Hold Carrier for Special Damages 


Virginia.—Question: Frequently we forward exhibits to 
be displayed at conventions held by associations in which we 
are interested; space is reserved at the convention halls in 
advance, and several of our salesmen oftentimes travel some 
distance to be on hand at these conventions. Exhibit ship- 
ments are generally started from our factory in ample time 
to reach the convention cities before the opening date. You 
can readily see, however, if the shipment is badly delayed and 
does not reach destination in time for the convention, that we 
have gone to a lot of expense without any results, which we 
believe would be called special damages. 

We have found that if we write on the bill of lading that 
the shipment is to be used for display purposes at a conven- 
tion on a certain date, the railroad companies will not in many 
cases, knowingly sign bills of lading with this notation shown 
thereon, regardless of the time we allow for the shipment to 
reach destination. Can the carriers legally refuse to sign 
bills of lading with a notation of this kind shown thereon? 

Answer: Where, for special reasons, a shipper desires that 
the transportation of his goods shall be hastened or at least 
that there be no unreasonable delay in the transportation of 
such goods and the carrier is informed of the special circum- 
stances requiring expedition in the shipment, damages may be 
recovered for the natural consequences of the failure of the 
carrier to promptly transport the goods, that is, where at the 
time of entering into a contract both parties knew and con- 
templated that, if a breach is committed, some injury will 
occur in addition to the natural and ordinary consequences of 
the breach, the person committing the breach will be liable to 
give compensation or damages on the occurrence of this breach. 


As to the manner of giving this notice to the carrier there 
is no particular method. While a notation on the bill of lad- 
ing is an effective way of giving this notice to the carrier, in 
that this method constitutes certain proof of the giving of the 
notice, we know of no means, except of an appropriate action 
at law, if at all, whereby a carrier can be compelled to sign 
a bill of lading carrying such notice. However, we do not 
believe that it is necessary to use such measures, for, pro- 
vided that some means of proof of the giving of notice is pro- 
vided for, all that is necessary to charge the carrier is notice, 
either verbal or written, to the carrier’s agent of the special 
circumstances requiring prompt transportation of the particular 
shipment covered by the notice. 


Reconsignment of Less-than-Carload Shipments 


Arkansas.—Question: X Railroad has no L. C. L. diversion 
privilege published. A is the origin, B the nearest break-bulk 
point to substituted destination, C the substituted destination 
and D the original destination. A less carload shipment is 


billed from A to D. The shipper instructed that the shipment ’ 


while en route be diverted to C. The carrier effected diversion 
at B and assessed the combination of locals over B. The ship- 
per contends that the diversion should have been made at C 
and through rate to C protected. Please advise who is right. 

Answer: Diversion of a shipment in transit, as distin- 
guished from reconsignment at point of destination, after a 
shipment reaches destination, does not take place at the final 
destination of a shipment, but at some point intermediate be- 
tween origin and destination, and that point is the base point 
for determining the applicable rate. 


Under the Interstate Commerce Act, a carrier may be re- 
quired to comply with shipper’s instructions relative to diver- 
sion or reconsignment only under proper tariff provisions. See 
Strobel Company vs. Illinois Cent. R. R. Co., 38 I. C. C. 707, 
708; also the Commission’s opinion in Kern & Sons vs. Chicago, 
M. & St. P. Ry. Co., 40 I. C. C. 552, 554, in which case the Com- 
mission said that carriers subject to the act, may not lawfully 
extend reconsignment without tariff authority. See also in 
this connection, Consolidated Rendering Co. vs. B. & M. R. R. 
Ca oe & oe Coe 

It seems apparent that, in the absence of a tariff provi- 
sion authorizing the reconsignment of a shipment such as that 
in question, the carriers should assess the local rate from 
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origin to diversion point, plus the local rate from diversion 
point to point of final destination. 


Notice of Arrival of Shipments at Non-Agency Stations 


Ohio.—Question: We have a claim involving a shipment 
unloaded at a non-agency station. 

The carrier has taken the stand that inasmuch as the 
shipment was billed prepaid and destined to a non-agency sta- 
tion, after being unloaded from the car, a shipment is entirely 
at the risk of the owner. 

It does occur to us that the law in several instances is 
very lenient toward some of these carriers. After they have 
made a mental reservation of their liability, they sometimes 
seem to have the courts at their mercy as well. Why does 
not the law require a common carrier to notify the consignee 
at a non-agency point of the arrival, either by post card from 
its billing agent, or by a post card from the receiving agent 
handling the business for the non-agency ? 

We understand, in a number of instances, shipments move 
so irregularly and untimely that our customer could not be 
at the platform every time awaiting the shipment, when he 
was uncertain of its arrival. It seems to us that it should be 
the duty of the carriers to inform consignee at a non-agency 
point when he should look for the shipment. 

May we inquire what the courts have decided in a case 
of this kind and also whether or not we can recover our loss? 

Answer: The uniform bill of lading provides that prop- 
erty destined to a station at which there is no regularly ap- 
pointed freight agent shall be entirely at the risk of the owner 
after it is unloaded from the cars. 

The notice of arrival which, under section 1 of the bill 
of lading, is to be given, pertains particularly to shipments 
consigned to station at which there are regularly appointed 
agents. 

However, it is the general practice for the agent at the 
station which has charge of a non-agency station to send notice 
of arrival to the consignees located at non-agency stations, upon 
arrival of waybills covering shipments consigned to non-agency 
stations at the agency station. This may or may not be before 
the arrival of the goods at the prepay station, depending upon 
whether the waybills are forwarded by the train which carries 
the freight or by mail prior to the time the goods leave point 
of origin. 

Inasmuch as the carrier’s liability for loss of shipments 
consigned to non-agency points ceases after shipments are un- 
loaded at non-agency stations, and that notice to consignees 
at non-agency stations may or may not reach the consignees 
prior to the delivery of the shipment, depending upon when 
notice is mailed by the carrier, the carrier cannot be held 
responsible for loss of shipments at a non-agency station, al- 
though it would seem to be a reasonable requirement that 
carriers give consignees notice of arrival as early as possible, 
so that the consignee may arrange to secure his freight upon 
arrival or as soon thereafter as possible in order to minimize 
the chances for loss of or damage to such shipments. 

See Allan vs. Pennsylvania Company, 38 Atlantic 709, for 
a discussion of the duty of a carrier with respect to the delivery 
of freight at non-agency stations. 


MARINE AIR TERMINALS 


Appointment of Donald D. Cooke as marine air terminal 
adviser in the Bureau of Air Commerce, Department of Com- 
merce, has been announced by Eugene L. Vidal, director of air 
commerce. 

Mr. Cooke will have responsibility for approval of seaplane 
base projects undertaken with Works Progress Administration 
allotments, and will assist cities in preparing these projects. 

Project applications covering such projects are to be pre- 
pared and submitted, and will be handled in the same manner 
as other WPA projects. As is the case in airport improvements. 
the Bureau of Air Commerce cooperates with the Works 
Progress Administration in providing seaplane bases by giving 
technical advice and passing upon the suitability of projects 
proposed by cities or states. 

“The development during the past two years of several new 
and highly successful types of marine air terminals and the 
marked increase in water flying activities recently have focused 
attention upon the assistance which the Bureau of Air Commerce 
is rendering in developing this phase of aviation,” Mr. Vidal 
said, adding: 

When compared with the development of an airport capable of 
handling the same number of airplanes, it has been shown that the con- 
struction of a seaplane base is cheaper and much more economically 


maintained since the purchase and conditioning of large tracts of land 
are not required. Instead, the project resolves itself simply into con- 
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struction of hangars and suitable facilities for handling passengers and 
bringing the aircraft in and out of the water. 

Engineers of the airport section have prepared detailed working 
drawings of a number of successful types of seaplane bases consisting 
of a marine railway device for bringing seaplanes in and out of the 
water and a typical landing float for the handling of ships in loading 
and discharging passengers. Marine air terminals of both of these types 
are now under construction in several sections of the country as WPA 
projects. 


Mr. Cook’s address is: Bureau of Air Commerce, 79 Madi- 
son Avenue, New York City. Born in Paterson, N. J., he served 
in the United States Navy during the war, attaining the rank 
of lieutenant, junior grade. He was educated as a mechanical 
engineer, and was associated for a number of years with a 
locomotive manufacturing company. A seaplane pilot of long 
experienced, he has owned and operated seaplanes, and for- 
merly was employed by the Dock Department of New York 
City in connection with the establishment of seaplane bases. 


AIRPORTS AND LANDING FIELDS 


There were 2,402 airports and landing fields in the United 
States on July 1, according to the Bureau of Air Commerce, 
Department of Commerce. Of these 701 were partially or 
fully lighted for night use. 

The total included 746 municipal and 498 commercial air- 
ports, 291 Department of Commerce intermediate landing fields, 
647 auxiliary fields, 62 army airdromes, 26 naval air stations, 
and 132 miscellaneous government, private and state airports 
and landing fields. 

On July 1, 1935, there were 2,343 airports and landing 
fields. 

Seven states had 100 or more airports and landing fields 
each on July 1, 1936: California, 192; Texas, 135; Pennsylvania, 
118; Michigan, 114; Florida, 112; Ohio, 103; and New York, 100. 


AIR MAIL TO S. A. AND C. A. 


“A more expeditious air mail service to Central and South 
America is to be instituted at once,” says the Post Office De- 
partment. 

“Under new foreign air mail schedules, flights will be made 
from Miami, Florida, to Barranquilla, Columbia, in 9% hours 
by way of Havana, Cuba, and Kingston, Jamaica, and from 
Miami through to the Canal Zone in 24% hours. The mails will 
also be transported from Miami to Buenos Aires, Argentina, 
in approximately 4% days. 

“Service from the United States to Rio de Janeiro, Brazil, 
by way of the east coast of South America is being increased 
from once a week to twice a week and flights will be made 
between Miami and Rio de Janeiro in 5 days, with one of the 
northbound flights being made in 4 days. Arrangements have 
also been made for air mail service from Arica, Chile, on pres- 
ent route nine to La Pas, Bolivia. 

“Close connection is made by these United States foreign 
air mail routes with the domestic air mail routes in Columbia 
for points in the interior of that country and with the domestic 
air mail system in Honduras. 

“With this expedited service and the fast service on the 
domestic air mail routes in this country connecting at Miami, 
Fla., and Brownsville, Tex., a highly efficient air mail service 
will be maintained for the exchange of air mail correspondence 
with Mexico and all countries of Central and South America 
and the West Indies. 


DINING CAR SAVINGS 


A report made by the section of purchases of the Federal 
Coordinator of Transportation with respect to savings that may 
be effected by the railroads in the purchase and handling of 
supplies and materials for use in their restaurants and dining 
cars was transmitted to the Association of American Railroads 
by Mr. Eastman before the expiration of his term as co- 
ordinator. Mr. Eastman said this week it was not intended 
that the report should be made public and that he was not 
responsible for its having been made public. The results of 
the study made by his section of purchases, said he, were 
passed on to the railroads as suggestions. It was published 
in a railroad magazine July 4. 

The report said that it was estimated the railroads could 
save more than $100,000 a year in carrying charges and could 
eliminate approximately $1,000,000 from their inventories of 
commissary supplies by improvements suggested in the methods 
of handling the supplies for the dining car service. 

In making the study the section of purchases used informa- 
tion obtained from the division of purchases and stores of the 
Association of American Railroads as to 46 railroads and also 
information obtained directly from five railroads. As to the 
46 roads (the data relating to the year 1934), according to 
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the report, they had a total stock balance of commissary sup- 
plies on December 31, 1934, of $2,368,305, and average monthly 
disbursements to closed accounts in 1934 of $1,039,233. The 
report stated that 24 of the roads operated on less than a 45 
days’ stock of commissary supplies, while 22 roads operated 
on a stock exceeding such a supply. Stocks varied from a 
minimum of 4 days’ supply to 290 days’ supply. A conclusion 
reached by the section was that. a 45 days’ supply was a reason- 
able maximum and that if the railroads with stocks exceeding 
that should reduce their stocks to the maximum of 45 days, 
a reduction of $991,247 would be effected. The report said the 
average annual charge for carrying the excess stock amounted 
to 11 per cent and that its elimination would effect an annual 
saving of $110,028. 

The report recommended that present methods of account- 
ing for stock balances and expenses be made uniform. It said 
some progress had been made in the simplification and stand- 
ardization of handling dining car and restaurant material and 
supplies but added that the surface had scarcely been scratched. 

It was stated that the five railroads from which informa- 
tion had been obtained directly had turned their commissary 
work over to the stores department. The dining car depart- 
ment does the work on many roads while the stores department 
and the purchasing department do it on others, according to 
the report. The report said that though the five railroads that 
had transferred control of dining car and restaurant material 
and supplies to their stores departments had effected economies, 
there was no reason to believe that the department previously 
in charge could not have produced like results. 


RAILROAD WEEK PLANS 


The whistle on every locomotive in the west in which there 
is steam in the boiler will be tied down for five minutes Mon- 
day morning, July 13, at eight o’clock to open the west’s second 
annual railroad week. From that time to Saturday evening 
the public will be reminded, by speeches, celebrations, dances 
and parades, of the part played in modern social and industrial 
life by the railroads and of the progress in service and equip- 
ment made by them in recent years. 

More than 1,500 addresses were delivered incident to the 
observance of the first railroad week a year ago. Estimates 
are that that number will be surpassed this year. Nearly 
every rail executive has his calendar filled with appointments 
to appear at and address meetings of chambers of commerce, 
executive and employe organizations, and service clubs through- 
out the week. Employe organizations will take an especially 
active part in the observance, the programs in many of the 
smaller cities being directed by committees of such organiza- 
tions. Six thousand rural weekly newspapers have been en- 
listed in the campaign to resell the railroad to the public. 
According to Harry G. Taylor, chairman, Western Association 
of Railway Executives, response from the editors of those 
papers indicates not only interest, in most cases, but enthusiasm 
in not a few. 

Typical of the program for the week in many of the 
larger cities is that to be carried out in Chicago. Following 
the blowing of locomotives Monday morning, the week will be 
officially inaugurated with a breakfast at the Medinah Ath- 
letic Club at 10:00 a. m. The affair will be sponsored by the 
Chicago Association of Commerce, the Traffic Club of Chicago, 
the Junior Association of Commerce, and the Junior Traffic 
Club of Chicago. Mr. Taylor will be the speaker. From among 
a number of young ladies, selected in various cities as rail- 
road “queens,” the “queen of queens’ will be selected at the 
breakfast. The young lady so honored will be crowned at a 
ceremony arranged by the Chicago department stores at State 
and Madison streets at high noon. 

J. J. Pelley, president, Association of American Railroads, 
will speak at a special railroad week luncheon of the Rotary 
Club of Chicago at the Hotel Sherman Tuesday, July 14. In 
the evening 82 veterans, each with fifty or more years of 
service with the Illinois Central, will be feted at a dinner at 
the Stevens Hotel at which L. A. Downs, president of the rail- 
road, will speak and present to each veteran a gold plaque. 
Part of the evening’s program will be broadcast over the 
National Broadcasting Company’s network. 

The principal event of Wednesday will be a luncheon at 
the Palmer House given by the Chicago Association of Com- 
merce. R. V. Fletcher, vice-president and general counsel, 
A. A. R., will be the speaker. A feature of the luncheon will 
be a telegraphic hook-up among a number of large western 
cities, ranging from St. Paul, on the north, to Dallas, on the 
south, and from Chicago, on the east, to San Francisco, on the 
west. Parts of the programs of the chambers of commerce 
from each of these cities will be broadcast at all of the others. 
In the afternoon, presidents of a number of the western lines 


























































































ERO TAS AE NI EIS TOTS 











































































PKSteag 3 


MF te 


SVs 








PAGE 82 





who began their rail careers as telegraph operators will again 
man the keys of a special 23,000-mile circuit and exchange 
greetings. 

Mr. Fletcher will speak again Thursday evening at a joint 
dinner of the Women’s Traffic Club of Chicago and the Chicago 
Railway Business Women’s Club. A feature of that program 
will be a fashion show. On that day, the “queen” chosen on 
Monday will leave Chicago with her entourage. The party will 
stop in St. Louis Friday, where a special reception has been 
prepared. On Saturday she will be one of the attractions at 
the Texas Centennial Exposition, Dallas, where railroad day 
will be observed on that day. 

The Chicago observance of railroad week will close with 
a huge parade on Michigan Boulevard on Saturday afternoon. 
Delegations of employes from all the railroads in Chicago will 
take part and the railroads will vie with each other in the 
number and beauty of floats entered. Railroad bands, drum 
corps, and other musical organizations will take part. 

Interspersed with these events will be others, such as 
hand-car derbies and train calling contests. 

While the Chicago program may be more elaborate than 
others in cities not quite so large, it is typical of what rail- 
roads are planning for the week. According to Mr. Taylor, 
the observance in 1935 was planned rather casually. Its suc- 
cess exceeded anticipations. This year there was much careful 
and long-range planning. As a result, the interest appears to 
be much higher and the fulfilment will probably be much more 
enthusiastic, he says. 


FREIGHT LOADING PAMPHLETS 


The general committee of the transportation division of the 
Association of American Railroads has before it for considera- 
tion several additional reports of the committee on prevention 
of loss and damage of the freight claim division which it expects 
shortly to issue in pamphlet form. These reports are in addition 
to several already prepared and distributed by the transporta- 
tion division including four released last week (see Traffic 
World, July 4, p. 23). They will describe recommended methods 
of loading paint in carload lots, cable and other commodities 
on reels, and plasterboard and wallboard. Another report, 
nearly ready for distribution, will recommend the use of inside 
caution cards on particular types of shipments. 


These reports are in line with a general plan under which 
the committee on prevention of loss and damage, successor to 
the freight claim division’s freight claim prevention committee 
and the transportation division’s committee on freight handling 
service, intends to build up a body of authoritative material 
on the loading, stowage, and unloading of freight for use both 
by supervising railroad officiais and by shippers. To date the 
following pamphlets have been issued by the consolidated 
committee: 


Loading Marble in Slabs: A-Frame Method 

Paper and Similar Commodities on Skids 

Tin Plate on Wooden Skid Platforms 

Soda Ash in Barrels, Drums, Sacks, Cartons, and Cases 
Unloading Automobiles from Auto-Loader Device Cars 


In addition to the reports now undergoing final scrutiny 
by the transportation division’s general committee, several other 
studies are under way in the committee on prevention of loss 
and damage. By means of these it is hoped to develop recom- 
mendations for loading such commodities as wheels, radiators, 
stoves, newsprint paper, grinder stones, refrigerators, and lum- 
ber and millwork. 


The recommendations developed cooperatively by the com- 
mittees of the two A. A. R. divisions supplement others issued 
earlier by the transportation division independently, all dealing 
with the loading and stowing of freight. Those included recom- 
mended methods for loading commodities in open top cars and 
in closed cars; loading bracing and blocking of machinery in 
closed cars; loading of carload shipments of butter in tubs; 
loading and bracing automobiles, and loading carload shipments 
of empty cylinders. 

Copies of any or all of these pamphlets are available to 
shippers without cost on application to the secretary of the 
transportation division, Association of American Railroads, Chi- 
cago. 

In developing these studies the committee on prevention 
of loss and damage has invited shippers, through the regional 
advisory boards, to make suggestions on subjects on which they 
think investigation will be valuable. Freight claim and preven- 
tion officers have been circularized with the suggestion that 
they invite shippers to submit subjects for consideration and 
that they suggest such subjects out of their own experience. 
Following the issuance of the pamphlets, those officers have 
also been circularized in an effort to ascertain how widely the 
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pamphlets were distributed and how helpful the suggestions 
contained in them have been to shippers. 

The report on inside caution placards, mentioned above, 
deals with placing inside the car of loaded freight, where it 
will meet the eye of the unloader immediately on opening the 
car door, a placard with suggestions as to how to handle the 
particular commodity contained in the car. Thus, the placard 
suggested for use in cars loaded with commodities in barrels, 
reads: “Skid barrels to floor from upper tiers. Don’t drop them 
on edge. Truck barrels. Don’t roll them.” The one suggested 
for use in cars loaded with commodities in bags reads: ‘“Truck 
bags. Don’t drag or use hooks. Be careful in removing bottom 
layer.” 

A special placard relating to the unloading of automobiles 
from cars equipped with auto-loader devices, designed for post- 
ing at unloading platforms, has already been issued by the 
transportation division in connection with the pamphlet on 
the subject. 

According to those in charge of distributing the pamphlets, 
more than 100,000 have already been distributed among railroad 
and industrial traffic men interested in the subjects they cover. 


T. A. OF A. ANNUAL REPORT 


The Transportation Association of America has made its 
first annual report to its members. It tells of the activities 
of the association since its organization, the work it has done, 
and its plans for the future. A program for the research divi- 
sion has been adopted, the report says. It includes the factual 
determination of “the causes and results of municipal, state, 
and federal ownership of all classes of utilities, including trans- 
portation agencies, in the United States and foreign countries.” 
Under this head, the association has issued three reports—one 
on the causes of government ownership abroad, the second on 
how government ownership came about in Canada, and the 
third on the experiences with government ownership in the 
Scandinavian countries. Other reports in that series are in 
preparation. The second part of the research program has to 
do with the relation of production and marketing practices to 
transportation costs and credits. Under this heading one re- 
port, on the relation of grain production to prosperity, has been 
issued. 

The third part of the research program is an analysis, 
now under way, of the existing and proposed state and federal 
transportation laws and their administration to ascertain the 
necessity therefor from the viewpoint of the public interest and 
their effect on private and competitive operation. 

Finally, the research plan provides for beginning a study 
immediately to ascertain what can be done permanently to 
re-establish transportation credit on a basis comparable with 
other important industries. 

“This subject,” the report says, “involves questions of 
capitalization, consolidation, coordination, relations within and 
among the various forms of transportation, and the determina- 
tion and adoption of a sound national transport policy in the 
general public interest.” 

Under the heading of education, the report says the asso- 
ciation has furnished speakers for many groups and has issued 
bulletins and copies of addresses. Its work has been endorsed 
by many trade and agricultural organizations and has been 
commented on editorially by more than 150 newspapers with 
a combined circulation of over 14,000,000. 


“A sound solution of the transportation problem depends, 
first, on the impartial determination of causes, effects, and 
future necessities,” the report says, “and, second, on wide- 
spread public understanding and support. For this reason the 
association is decentralizing its educational activities by estab- 
lishing twelve regional chapters, each with adequate personnel 
giving its entire time to public contacts in all local territories 
—including service to schools and universities. 


“The association is not concerned with the self-interest of 
any one form of transportation and maintains that any ultimate 
solution of this complicated problem without resort to govern- 
ment ownership depends on viewing transportation as an entity 
and from the standpoint of what is best for the entire public. 
All classes of transportation agencies have been invited to 
participate as members of the association with this understand- 
ing.” 

Copies of the report have been mailed to the more than 
10,000 individual, industrial, agricultural, financial, and trans- 
portation members of the association. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for April, 
1936, shows 10,622 cars held overtime—a percentage of 05.23, 
as against 10,420 cars, a percentage of 05.95, for April, 1935. 
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MARITIME COMMISSION 


The Traffic World Washington Bureau 


President Roosevelt had before him this week names of 
persons recommended for appointment as members of the 
United States Maritime Commission created by the merchant 
marine act, 1936, otherwise known as the subsidy act. 


Secretary of Commerce Roper said July 8 that he would 
present to the President the names of several applicants. He 
said that in response to a question as to whether he had made 
recommendations to the President as to appointments to the 
commission. 


Names that have been mentioned in connection with the 
new commission include those of Assistant Secretary of Com- 
merce J. M. Johnson, who has direct supervision of maritime 
affairs under the jurisdiction of Secretary Roper; James Craig 
Peacock, director of the Shipping Board Bureau; Otto Praeger, 
of the Merchant Fleet Corporation; Thomas Woodward, for- 
merly of the Merchant Fleet Corporation and now consumers’ 
counsel in connection with the Bituminous Coal Commission; 
Charles E. Bell, formerly executive and traffic assistant to the 
Federal Coordinator of Transportation; and Commissioner 
Eastman. 


Whether or not Commission Eastman is being considered 
by the President for a place on the new commission is not 
known but the commissioner’s name, it is understood, has been 
used in several quarters in discussion of possible appointments 
to the new commission. There has been speculation that, realiz- 
ing the importance of obtaining able men for the commission, 


the President might turn to Mr. Eastman to head the com- 
mission. 


Five members are to be appointed. The act provides that 
the members shall be appointed with due regard to their special 
fitness for the efficient discharge of the duties imposed on them 
by the act. Not more than three members shall be appointed 
from the same political party. Any member may be removed 
by the President for neglect of duty or malfeasance in office. 

Vacancies in the commission, the act provides, so long as 
there shall be three members in office, shall not impair the 
power of the commission to execute its functions, and three of 
the members in office shall constitute a quorum for the trans- 
action of the business of the commission. Each member will 
receive $12,000 a year. 


The fact that three members of the commission may trans- 
act the business of the commission, it is pointed out, enables 
the President, if he wishes, to appoint only three members at 
this time. Fear that five members might not be able to function 
smoothly at the outset may, it is pointed out, cause the Presi- 
dent to appoint only three members at this time if he finds 
three persons he feels may work well together and is not able 
to find two additional persons who would work well with the 
three at this time. 


Restrictions in the act with respect to appointments to the 
commission follow: 


No person shall hold office as a member of the commission who, 
within three years prior to his appointment, shall have been employed 
by, or have had any pecuniary interest in, any carrier by water or 
substantial pecuniary interest in any other person who derives a sub- 
stantial portion of his revenues from any business associated with ships 
or shipping. Each member shall devote his full time to the duties of 
his office. It shall be unlawful for any member, officer, or employe of 
the commission to be in the employ of any other person, firm, or 
corporation, or to have any pecuniary interest in, or hold any official 
relationship with, any carrier by water, shipbuilder, contractor, or 
other person, firm, association, or corporation with whom the commis- 
sion may have business relations. 


Though attempts were made to have the act provide that 
members should be appointed from specified regions, as were 
the members of the old Shipping Board, the President is free 
to appoint members from any section of the country. In other 
words, no “geographical” qualification was inserted in the act. 

e assumption is that members appointed without regard to 
Specific sections of the country will not become embroiled with 
other members of the board in “looking after” their sections 
of the country. 


President Roosevelt said at his press conference July 10 
that there was no news on appointments and would not be 
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until his return to Washington early in August from a vacation 
trip. 


OCEAN ‘BILLS OF LADING 


Because enactment of the carriage of goods by sea act, 
providing for uniformity in ocean bills of lading, may necessi- 
tate modification of the existing form of through export bill of 
lading to bring it into harmony with the provisions of the 
new legislation, the Commission has assigned for further hear- 
ing No. 4844, export bill of lading, before Examiner Copen- 
hafer in Washington, August 10. 

The Commission has ordered that, after July 15 and until 
its further order, the railroads are authorized to endorse on 
the export bills of lading a statement to the effect that the 
export bill, so far as it relates to the carriage of goods by 
sea, shall have effect subject to the provisions of the carriage 
of goods by sea act, effective July 15. 

In view of the fact that new ocean bills of lading conform- 
ing to the provisions of the carriage of goods by sea act will not 
be ready July 15, the effective date of the act, stamps will be 
used on existing forms to make them subject to the provisions 
of the new act. Neither the privately owned lines nor the 
Shipping Board lines will have new forms ready by July 15, 
it was stated at the Shipping Board Bureau this week after 
the Commission had announced its hearing as to export bills. 

The Commission’s order in ‘No. 4844, export bill of lading, 
in the matter of bills of lading, follows: 


It appearing, That in Export Bill of Lading, 64 I. C. C. 347; 66 
I. C. C. 687; 80 I. C. C. 305; and 156 I. C. C. 188, under authority of 
section 25 of the interstate commerce act, the commission prescribed 
a form of through export bill of lading to be issued by carriers sub- 
ject to the act for application to the transportation of property in con- 
nection with ocean carriers whose vessels are registered under the laws 
of the United States, from points in the United States designated under 
the provisions of section 25 of the act to points in non-adjacent foreign 
countries; 

It further appearing, That by section 10 of the act of Congress, 
approved April 16, 1936, Public-No. 521-74th Congress (carriage of 
goods by sea act), section 25, paragraph 4, of the interstate commerce 
act was amended by adding the following proviso at the end of that 
paragraph: 

Provided, however, That in so far as any bill of lading authorized 
hereunder relates to the carriage of goods by sea, such bill of lading 
shall be subject to the provisions of the carriage of goods by sea act. 

And it further appearing, That the foregoing newly-enacted pro- 
viso may necessitate modification of the existing form of through ex- 
port bill of lading: 

It is ordered, That this proceeding be, and it is hereby, reopened 
for further hearing upon the matter of the changes, if any, in the cur- 
rent form of through export bill of lading which may be necessary in 
order to bring it into harmony with the provisions of the carriage of 
goods by sea act. 

It is also ordered, That after July 15, 1936, and until further order 
of this commission, the railroads are hereby authorized to endorse 
upon the export bills of lading, the following: 

This bill of lading, so far as it relates to the carriage of goods by 
sea, shall have effect subject to provisions of the carriage of goods by 
sea act, of the United States of America, approved April 16, 1936, ef- 
fective July 15, 1936. 

And it is further ordered, That this proceeding be, and the same 
is hereby, assigned for such further hearing on August 10, 1936, 10 
o'clock a. m., at the office of the Interstate Commerce Commission, 
Washington, D. C., before Examiner Copenhafer. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 


to the provisions of section 15 of the shipping act, 1916, as 
amended: 





Agreements Approved 


5176 between Luckenbach Steamship Company, Inc., and Ellerman 
& Bucknall Steamship Company, Ltd. (American & Indian Line), pro- 
viding for the transportation of canned goods and dried fruit under 
through bills of lading from United States Pacific Coast ports to 
Karachi, Bombay, Calcutta, Madras, and Rangoon, India, and Colombo, 
Ceylon, with transhipment at New York. 

5246 between Dollar Steamship Lines, Inc., Ltd., and Oceanic & 
Oriental Navigation Company providing for the transportation of cargo 
under through bills of lading from United States Atlantic Coast ports 
to Japan, Korea, Formosa, Siberia, Manchuria, China, Hongkong, French 
Indo-China, and the Philippine Islands, with transhipment at Los 
Angeles Harbor or San Francisco. 

5266 between The Oceanic Steamship Company and Oceanic & 
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Oriental Navigation Company and Williams Steamship Corporation 
providing for the transportation of cargo under through bills of lading 
from Australia, New Zealand, and the Fiji Islands to United States 
Atlantic ports, with transhipment at San Francisco or Los Angeles 
Harbor. 

5267 between American Line Steamship Corporation and The Atlan- 
tic Transport Company of West Virginia (Panama Pacific Line) and 
Union Steam Ship Company of New Zealand, Ltd., providing for the 
transportation of cargo under through bills of lading from United States 
Atlantic Coast ports to ports in New Zealand and Australia, with tran- 
shipment at Los Angeles Harbor or San Francisco. 


Agreement Modified 


4710 between American-Hawaiian Steamship Company, Dollar 
Steamship Lines, Inc., Ltd., McCormick Steamship Company, Williams 
Steamship Corporation, et al., dealing with rates in the intercoastal 
trade and undertaking of Calmar Steamship Corporation (Agreement 
No. 4710-A) to conform, subject to certain limitations and conditions, 
to the provisions of Agreement No. 4710, were modified to extend the 
period of their operation from June 30 to July 31, 1936. 


Agreements Cancelled 


1197 between Luckenbach Steamship Company, Inc., and American 
& Indian Lines, which has been superseded by Agreement 5176. 

2012, as amended, between Dollar Steamship Lines, Inc., Ltd., and 
Oceanic & Oriental Navigation Company, which has been superseded 
by Agreement 5246. 

2120 between The East Asiatic Company, Ltd., and Luckenbach 
Steamship Company, Inc., providing for the transportation of cargo 
under through bills of lading from Chinese ports to North Atlantic 
ports, with transhipment at San Francisco or Los Angeles Harbor. 

2135 between The East Asiatic Company and The Panama Mail 
Steamship Company providing for the transportation of cargo under 
through bills of lading from Chinese ports to United States Atlantic 
ports, with transhipment at San Francisco or Los Angeles Harbor. 

2254 between Nelson Steamship Company and Royal Netherlands 
Steamship Company providing for the transportation of cargo under 
through bills of lading from United States Atlantic Coast ports to ports 
on the West Coast of South America, with transhipment at Cristobal. 

2369 between American Line Stéamship Corporation (Panama Pa- 
cific Line) and Union Steam Ship Company of New Zealand, Ltd., 
which has been superseded by Agreement 5267. 

3213 between Cunard White Star, Ltd., Anchor Line (Henderson 
Bros.), Ltd., A. S. Macharg, liquidator, and Dollar Steamship Lines, 
Inc., Ltd., providing for the transportation of cargo under through 
bills of lading from the United Kingdom to United States Pacific Coast 
ports, with transhipment at New York. 

3379 between Sudden & Christenson (Arrow Line) and Arctic Trans- 
port Company providing for the transportation of coal under through 
bills of lading from Philadelphia, Baltimore, and Norfolk, to Nome, 
Alaska, with transhipment at Seattle. 

3892 between The Oceanic Steamship Company and Oceanic & 
Oriental Navigation Company and Williams Steamship Corporation, 
which has been superseded by Agreement 5266. 


OCEAN SHIPPING NEWS 


The Traffic World New York Bureau 


The full cargo trades showed some improvement last week 
over the previous one, though no great volume of business 
was accomplished. Rates remained firm in spite of lack of 
demand because of the scarcity of prompt tonnage available. 

In the grain trade, though export buying was halted 
temporarily, due to rising prices, the view was expressed that 
buyers would reenter the market shortly. Reports from 
Churchill indicated that that port was preparing for a record 
season when it opens on August 5, with at least eighteen ships 
to be placed on the Hudson Bay route and a number of wheat, 
cargoes were reported to have been already arranged. 

The only grain fixture reported was that of a steamer of 
3,203 net tons from Montreal to picked ports in the Mediter- 
ranean at 2s 4%d or 2s 6d if for the full range. 

Several trans-Atlantic sugar fixtures were consummated, 
including one of 9,500 tons, from Cuba to U. K.-Continent on the 
basis of 13s 6d for four loading ports and 14d less for each 
port saved, for August loading; a vessel of 2,135 net tons from 
Santo Domingo to U. K.-Continent at or about 12s 6d for early 
August and a 3,448 net ton vessel from Cuba to U. K.-Continent 
at or about 13s 6d for July. 

Time charters also showed some improvement. In addition 
to a few round trips in the West Indies trade, a vessel of 3,154 
net tons was chartered, presumably for scrap trading, for a 
period of from four to six months in the Atlantic-Far East trade 
at 2s 41%4d for July. A 1,648 net ton vessel was engaged for 
the New York-River Plate trade for July loading. 

No fixtures, other than for nearby destinations, developed 
in the export coal trade. 

Scrap iron fixtures included a steamer of 3,199 net from 
Tampa to Rumania at 14s, free loading, 1s discharge, for July; 
a steamer of 1,325 net from the North Atlantic range to U. K. 
on the basis of 12s 6d f. d., for July loading, and a 524 net ton 
vessel from the North Atlantic to U. K. at about 13s 6d f. d., for 
July loading. 
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Tanker fixtures included two from the Gulf. One was an 
8,000 ton clean cargo to Havre on the basis of 15s 3d for July 
loading and the other was a motorship, 9,000 tons clean, to 
U. K.-Continent at 14s 7%d for July-August loading. 


Pacific Coast Market 


In spite of anticipated seasonal dullness, the Pacific Coast 
freight and charter market was well maintained in June, ac- 
cording to a monthly report. The volume of fixtures was about 
on a par with the previous month or two and rates were steady. 

The grain trade was dull as far as full cargoes were con- 
cerned, with no fixtures reported in any direction from the 
United States, though there were some fixtures from British 
Columbia to U. K. at rates in the neighborhood of 19s. As 
the month closed it was reported that heavy selling of wheat 
to Japan had been done and that some space had been engaged 
= — $2.90 to $3.00 per ton. The intercoastal trade was 

ifeless. 

In the U. K.-Continent lumber trade there were no full 
cargoes or large parcels from the United States but regular 
liners booked considerable space from British Columbia at rates 
in the neighborhood of 50s to 55s. A number of full cargoes 
of lumber were obtained by regular liners to Japan and several 
operators chartered tramp vessels for full cargoes, mostly on 
lump sum f. i. 0. basis. Rates for parcels to Japan remained un- 
changed at $6.00 for baby squares, $6.50 on large squares and 
$8.75 on logs. Several vessels were fixed for lumber to China 
on lump sum basis f. i. 0. and berth rates remained unchanged 
at $6.75 on lumber and $8.00 on logs to Shanghai, with 50 
cents additional to North China ports. Several fixtures on lump 
sum basis f. i. o. to Australia were consummated and fair 
inquiry for space was reported. One vessel was reported char- 
tered for lumber from British Columbia to South Africa on 
lump sum basis and there was inquiry for additional tonnage. 
Vessels in the intercoastal trade were reported to have been 
running with full cargoes but towards the end of the month 
the market softened somewhat, although the lines announced an 
increase of 50 cents per 1,000 feet, making the new rate $13.00. 

Tanker charters were limited in number. There were two 
fixtures of clean cargoes from California to U. K.-Continent for 
July at 21s, a clean cargo for Vladivostok and one for Australia 
and scattered other fixtures. 

The time charter market continued to be limited to short 
period business, charterers having no inclination to speculate 
on future business. 


Among the miscellaneous fixtures was a vessel reported 
closed for a full cargo of gypsum from San Marcos Island to 
Korea, done on private terms for August loading. A number 
of vessels were fixed for full cargoes of grain from the Argen- 
tine to California at rates of about 13s 6d to 14s per ton. 
Several vessels were chartered for ore from Russia to the 
United States Northwest. 


Railroad and steamship traffic men held a meeting July 7 
at the Port Authority Building to discuss plans for the World 
Two-Way Trade Fair, scheduled to be held in New York from 
November 23 to December 5. It was agreed that the traffic men 
present would report the position of their companies later. 
Robert H. Sexton, managing director of the fair, which is 
planned to encourage the exhibition and sale of foreign-made 
goods in the United States those of the United States in foreign 
countries, suggested that the steamship and railroad groups 
appoint separate chairmen and that each group be divided 
into freight and passenger groups with vice-chairmen. 


U. S. Marine Commission 


Two New York commercial organizations, the Merchants’ 
Association and the Propeller Club, have telegraphed to Presi- 
dent Roosevelt urging him to make his selections for the per- 
sonnel of the United States Maritime Commission with a view 
to getting men of outstanding character and ability rather than 
to fill the posts through political appointments. The Merchants’ 
Association also urged that the appointments be made irrespec- 
tive of sectional affiliations, whereas the Propeller Club invited 
the President's attention to the fact that “the greatest port in 
the world—the Port of New York—has not been represented 
for many years upon the authority administering the merchant 
marine.” 


The New Jersey State Board of Commerce and Navigation 
has approved an agreement with the City of Bayonne for an 
outright land grant of 200 acres of waterfront land to the city 
on payment of $247,500, for immediate construction of a ship 
and rail terminal at Bayonne. The city is to build the terminal 
with the aid of federal funds and lease it to private interests. 
The balance of the $600,000 price set for the land is to be paid 
in two installments, the final one in 1951. The federal govern- 
ment has approved a loan of $2,200,000 for construction of the 
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terminal, which will be leased to the Central District, Inc., said 
to be backed by the Bush Terminal interests, of Brooklyn. 
The Board of Commerce and Navigation also agreed to permit 


the city to take an option for 15 years on 300 additional acres 
at the same price an acre. 


PANAMA CANAL TRAFFIC 


In June, according to Panama Canal reports to the War 
Department, 481 ocean vessels, on which tolls of $2,073,359.39 
were collected, transited the Canal. In the preceding month of 
May the transits totaled 488 and the tolls, $2,081,103.73. In 
June last year the transit totaled 405 and the tolls, $1,798,449.39. 

In the fiscal year ended June 30, 5,382 ocean vessels trans- 
ited the Canal, paying tolls amounting to $23,479,114.21, as 
compared with 5,180 vessels in the fiscal year 1935, paying 
tolls of $23,307,062.93, said the department. 

For the six months ended with June transit totaled 2,901 
and tolls, $12,499,294.58, as against transits of 2,571 and tolls 
of $11,441,386.99 in the corresponding period last year. 


FLORIDA SHIP CANAL PROJECT 


Buildings constructed in Florida in connection with the 
Florida ship canal project, which Congress refused to approve 
at the last session, are to be kept in use, according to Presi- 
dent Roosevelt. Negotiations were under way, said he at his 
press conference July 7, with the University of Florida for 
leasing of the buildings in connection with extension work of 
the university. Congressional approval of the project, it is 
expected, will be sought again at the next session. This project 
was begun with $5,400,000 allocated from the appropriations 
from which the President was authorized to make allotments. 
The President took the position that Congress should authorize 
additional expenditures but it refused to do so or to approve 
legislation providing for an investigation of the project and 
the carrying on of the work if it were found justified. 


ROPER ON MARINE ACTS 


_ Gratification over merchant marine legislation of various 
kinds enacted at the last session of Congress was expressed by 


Secretary Roper, of the Department of Commerce, July 8, at 
his press conference. 


In making his comment the Secretary said that some time 
ago he had felt that there should be a cabinet officer with 
jurisdiction over transportation but that now he felt that that 
would be too much responsibility for one man. The Shipping 
Bureau, said he, was one unit he felt should be free from 
political influence. He expressed agreement with the provision 
in the subsidy act transferring the duties of the Shipping Bureau 
to the Maritime Commission. This bureau, formerly the old 
Shipping Board, was the result of the President’s executive 
order abolishing the board and transferring its duties to the 


Secretary of Commerce. In his comment on marine legislation, 
Secretary Roper said: 


We are very gratified over the enactment of the Merchant Marine 


legislation. We all at the department have labored in season and out 
of season for this legislation. 


We feel that with its wise administration this country can, under 
this act, launch a ship building program and a ship operating program 
that will give us an American merchant marine second to none in the 
world; a merchant marine that will carry maximum safety and maxi- 
mum efficiency, conveying our proper share of water-borne commerce, 
manned by the highest trained American officers and crew. We are, 
I feel, launched for these destinations, and what could be more 
gratifying? 

It is too bad that the impression has gained ground in some quar- 
ters that our present seagoing vessels are not safe. As a matter of 
fact, they are among the safest in the world. Only 491 passengers lost 
their lives on American vessels from 1931-35. Five times as many 
Persons lost their lives in the United States by accidents on farms 
during the same period. 

The last session of Congress passed more legislation favorable to 
navigation and its safety than has been enacted by any other Congress 
in history. 

The new legislative results enable us to add to our safety efforts 
and to expedite the distribution of our products. It also furnishes us 
with the means of keeping our vessels the safest in the world, and this 
cea ebartment of Commerce shall continue to cooperate in accom- 
Piishing. 

It is gratifying indeed that we have been able during the session 
of Congress which adjourned June 20 to obtain so much constructive 
legislation with regard to martime operations. Among these I call 
attention to the ratification of the International Convention on Safety 
of Life at Sea, an outstanding accomplishment. This agreement was 
drafted in 1929 and signed promptly by all the leading nations except 
ours. The objections to the treaty were met during the closing days 
of the last session of Congress by three reservations which enabled the 
ratification of the treaty. 

Undoubtedly this treaty marks a red letter day in sea legislation. 

e creation of the Maritime Authority should greatly strengthen the 
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American merchant marine. This act establishes a policy for this 
country in dealing with subsidies as well as in the enlargement of our 
general merchant marine objectives. 

The creation of the continuous discharge book method of employ- 
ment designed to improve personnel is a decided step forward as is 
the inflammable cargo act intended to safeguard craft carrying explo- 
sives, etc. The Congress has also provided funds for carrying out these 
endeavors and I may add that appropriations under the sponsorship 
of the department for making travel at sea safer recently approved by 


the Congress are the largest in the history of the government, the total 
being $1,927,500. 


We are studying coordinately the entire legislative program of the 
last Congress as it affects the operations of this department. At the 
same time we ourselves are investigating all statements which have 
been made to us by the seamen and others and which properly fall 


within our legislative responsibilities or under regulations authorized 
by legislation. 


PHILADELPHIA PIERS LONDON AGENT 


The Tidewater Terminal (army base, Philadelphia, Pa.), 
operated by Philadelphia Piers, Inc., with general offices at 
Philadelphia, Pa., announces through E. W. Stringfield, general 
traffic manager, the appointment of Simpson, Spence and Young 
as its general European agent in London, England. 


IMPROVEMENT OF WATERWAYS 


The War Department has announced allotment of $2,000,000 
from waterway improvement funds for stabilizing work to ob- 
tain a channel depth of six feet in the Missouri River above 
Omaha, Neb. 

A recommendation that the existing project for Grand 
Haven Harbor, Mich., be modified to provide a channel 18 
feet deep and generally 100 feet wide from the head of the 
authorized 21-foot channel in Grand River to deep water in 
Spring Lake, at an estimated cost of $25,500, has been made 
in a report of War Department engineers transmitted to the 


House committee on rivers and harbors, which requested a re- 
view of the project. 


SERVICE TO PACIFIC COAST 


To provide shippers of Charleston, Savannah, and Jack- 
sonville with a more frequent service to the Pacific coast, the 
Arrow-Williams joint intercoastal westbound service, already 
furnishing weekly sailings from Baltimore and Norfolk to 
Pacific coast ports, has been extended to include weekly sail- 
ings from Charleston, Savannah and Jacksonville, say Vice- 
President C. H. Chandler, of Sudden and Christenson and 
A. F. Zipf, vice-president and general manager of Williams 
Steamship Corporation. The new service began July 6, with the 
sailing of the Williams Line’s S. S. Willkeno from Baltimore. 

The joint agency will be handled at Charleston by Street 


Brothers, and at Savannah and Jacksonville by the South 
Atlantic Steamship Line. 


PORT OF HOUSTON TRAFFIC 


Traffic handled through the port of Houston in the first 
five months of 1936 was 7.68 per cent over the first six months 
of 1935 and 15.16 per cent over the first five months of 1934. 
In the months from January to May, 1936, inclusive, 8,732,584.7 
tons valued at $181,986,897 were handled at the port. Figures 
for June, 1936, are not available but, according to Charles 
Crotty, assistant director of the port, they will also show a 
considerable increase over 1935. 

The War Department has made an allotment of $1,020,000 
for deepening and widening the port channel, that being a 
part of the $3,400,000 which will be snent in completing the 
work. When completed the channel will have a usable depth 
of 34 feet with from 2 to 3 feet ovetdepth, and widths ranging 
from 200 to 400 feet on the bottom. 


CIVIL SERVICE EXAMINATION 

The Civil Service Commission has issued a notice of ex- 
aminations for the position of inspector of locomotives for the 
Interstate Commerce Commission. It carries a salary of $4.000 
a year and traveling expenses. Applicants must have had at 
least six years’ experience in railroad work as master mechanic. 
road foreman of engines, locomotive boiler inspector, shop 
foreman, locomotive engineer, locomotive boiler maker, or 
locomotive machinist. In additin to experience, applicants will 
be rated on the results of examinations in arithmetic; construc- 
tion, testing, inspection, repair and operation of locomotives; 
construction, testing, inspection, repair and operation of loco- 
motive tenders; and report writing. Applicants must have 
reached their 28th year, but not their 50th birthday anniversary. 
Applications must be in the hands of the Civil Service Commis- 
sion at Washington not later than July 20. Application forms 
may be obtained at the offices of the commission at Washington 
or at any first class post office. 
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KEESHIN RATE POLICIES 


Following the announcement, made at the office of the 
Central Motor Freight Bureau, that the Keeshin interests had 
become members of that bureau and that Keeshin would dis- 
pense with its own rate bureau, J. L. Keeshin, president, re- 
ceived numerous inquiries as to whether that affiliation with 
the Central bureau meant the abandonment on his part of 
definite rate and classification policies previously adopted by 
him and his motor interests. In response to these inquiries, 
Mr. Keeshin made a statement in which he reiterated his posi- 
tion that truck rates and classifications must be made so as 
to maintain “at all times the flexibility in service that the 
trucking industry has been able to render the shipping public 
for many years.” 

Mr. Keeshin said he had been persuaded to affiliate with 
the Central group because his companies were being blamed 
for the difficulties the trucking industry was experiencing in set- 
ting up a reasonable and coordinated rate structure. He had 
been accused, he said, of putting in rates below the cost of 
legitimate operation. That, he said, was directly opposite to the 
Keeshin policy. Under the circumstances, he added, he felt it 
his duty to go along with the group in its attempts to bring 
about uniform rates and classifications, but added that, in 
agreeing to work with the group, he had made specific con- 
ditions. 


“I was agreeable to going along and becoming a member 
of the bureau,” he said, “dispensing with my own bureau, and 
giving my classification to the American Trucking Associations, 
Inc., making any corrections that would be found necessary by 
the industry, provided the principles of our classification were 
maintained and the inherent advantages of the motor truck in- 
dustry would be carried out. 


“It was agreed that our Mr. Sicilia (head of the Keeshin 
rate bureau) would act as chairman of the classification com- 
mittee and would make a complete analysis, taking in all the 
truck classifications which exist today and, further, with the 
thought of harmony uppermost in mind, bringing out one uni- 
form truck classification carrying out our principles. When I 
say ‘our principles’ I refer chiefly to the maintenance of truck 
principles in classification and rate making. 


“This committee has met several times and I felt that 
there was considerable progress being made. I want to make 
this definite assurance that no changes will be made until such 
time as the new classification has been carefully gone over by 
our men as well as by me personally. If we find any devia- 
tion from our principles we shall carry on as we have in the 
past.” 

Mr. Keeshin explained recent raises in Keeshin rates for 
long hauls by saying that his studies indicated a 500 mile 
maximum as economic in truck transportation. He said it was 
not the intention of his lines to operate trucks on a nation- 
wide scale. His systems, he said, had been set up in three 
divisions—Buffalo-Pittsburgh east, Buffalo-Pittsburgh west to 
the Illinois-Indiana line, and Chicago west and northwest— 
each operating in approximately 500-mile blocks. For longer 
hauls, he said, he hoped to get into operation flat car-trailer 
service on a wide scale. 

Commenting further with reference to his joining the 
Central bureau, Mr. Keeshin said: 


I have been perfectly willing at any time to cooperate with any 
single legitimate operator or any group of operators in the unifving 
of classification ratings and rate bases upon sound truck principles. 
I will not abandon in whole or in part the principles which I believe 
to be sound, namely, that trucks have a very definite and necessary 
place in the transportation picture, and that place has its definite limi- 
tations; the rails have a very definite and necessary place in the 
transportation picture, and their place likewise has its definite limi- 
tations. I believe in ratings and rates for each form of transportation 
that are realtive to, and based on the kind and cost of service per- 
formed, and I will not join in any classification or rate structure 
predicated upon the trucks competing with the rails for traffic which 
is definitely and properly railroad traffic, such as long haul carload 
traffic. 

The Keeshin company did not develop its classification and its own 
tariffs just to be different for the sake of being different. We did this 
because I have always assured the shipping public that I believed 
truck rates and truck ratings should be based upon truck operating 
conditions and possibilities. I have not abandoned my previous con- 
victions that there is a definite distinction between railroad and truck 
transportation, and that the public interest requires the preservation 
of both forms of transportatién, each within its proper sphere of ac- 
tivity. I do not claim that everything we have done has been 100 per 
cent correct, but I do know that our motive has been 100 per cent 
right, namely, to preserve for the shipping public the full benefits of 
truck transportation without destroying the full benefits of other agen- 
cies of transportation within their respective fields of proper and ade- 
quate service. So long as, and to the extent that other operators ad- 
here to this basic principle, I shall certainly cooperate with them in 
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any constructive activity, but any cooperation which would necessitate 
54 abandonment of this principle is an utter impossibility for J. L, 
eeshin. 


KEESHIN ACQUISITION CASE 


Eastern trunk lines and railroads in New England terri- 
tories, protesting interveners, in BMC F-12, application of 
Keeshin Transcontinental Freight Lines, Inc., for authority to 
acquire control of Seaboard Freight Lines, Inc., a Connecticut 
corporation; S. F. L., Inc. (formerly Seaboard Freight Lines, 
Inc.), a New York corporation; Seaboard Freight Lines, Inc., a 
Massachusetts corporation, and United Motor Lines, Inc., a 
Connecticut corporation, through ownership of their stock, in a 
brief have asked the Commission to deny the application. 

“Applicant,” says the brief, “stresses the increased tonnage 
expected to be secured by Seaboard if the pending application 
is approved. Such additional tonnage will simply displace that 
now moving by rail and other motor carriers. There has been 
no showing that the territory involved is not adequately served 
by such rail and other motor carriers, or that the diversion of 
tonnage from such other carriers will be consistent with the 
public interest. In the absence of such a showing, the applica- 
tion should be denied.” 

The railroads say that this proceeding should be held in 
abeyance pending action on the application for authority to 
issue stock by the Keeshin company to carry out an agreement 
dated December 9, 1935, between Keeshin and Lehman Broth- 
ers, the latter the bankers, whereby the latter agreed to pur- 
chase sufficient additional shares of Keeshin common stock to 
provide the Keeshin company with funds (estimated to be in 
excess of $350,000) required to meet its obligations under the 
contract between the Keeshin company and Motor Carrier, Inc., 
which has sometimes been referred to as the dummy corpora- 
tion, for the purchase of Seaboard stock. They also suggest 
holding the matter in abeyance until the applications, particu- 
larly of Keeshin Express Co., Inc. (New York), and Motorways 
Terminal, Inc. (New York), for common carrier certificates, 
have been acted on. The effectiveness of the proposed control 
of Seaboard by the applicants, they assert, is dependent on the 
action of the Commission on the applications filed by the sub- 
sidary companies mentioned. 

The brief treats the transaction leading to the filing of this 
application in detail and says that “looking through the form 
to the substance, the inevitable conclusion is that the acquisition 
of control of Seaboard through purchase of its stock by Motor 
Carrier was to all intents and purposes the control of that 
property by Keeshin. The financial power back of both Keeshin 
and Motor Carrier was Lehman Brothers; Motor Carrier was 
and is merely the latter’s alter ego; if Lehman Brothers did or 
do not control Leeshin they nevertheless had and have ‘the 
power to exercise such control.” 

In connection with the foregoing the brief quotes section 


213 (b) (1) of the motor carrier act: 

It shall be unlawful for any person, except as provided in para 
graph (a), to accomplish or effectuate, or to participate in accomplish- 
ing or effectuating, the control or management in a common interest 
of any two or more motor carriers which are not also carriers by rail- 
road, however such result is attained, whether directly or indirectly, 
by use of common directors, officers, or stockholders, a holding or in- 
vestment company or companies, a voting trust or trusts, or in any 
other manner whatsoever. 


That section also says “it shall be unlawful to continue to 
maintain control or management accomplished or effectuated 
after the enactment of this part and in violation of this para- 
graph.” The section also says “as used in this paragraph, the 
words ‘control or management’ shall be construed to include the 
power to exercise control or management.” 

The record, says the brief, shows the extent of the control 
by Keeshin of other motor carriers. The pending application, 
it adds, should therefore be denied, or held in abeyance, if for 
no other reason than to determine whether the control sought to 
be acquired by applicant has already been effectuated through 
the purchase of Seaboard stock by Motor Carrier in violation 
of the act. 

“The latter transaction,” says the brief, “was consummated 
on the opinion of counsel that it did not require the approval 
of this Commission and no application has ever been filed 
seeking such approval. If the acquisition by Motor Carrier of 
the control of Seaboard without the approval of this Commis- 
sion was unlawful, it may not be condoned by approving this 
application. . . . While the question whether the acquisition of 
control of Seaboard by Motor Carrier without the approval of 
this Commission was in violation of the act is not subject to 
determination in this proceeding, its determination is an essen 
tial requisite to the granting or denial of the pending applica 
tion and the Commission should exercise its power to make such 
determination in an appropriate proceeding.” 
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CHICAGO-TWIN CITY RATE SLASH 


Railroads serving Chicago and the Twin Cities announced, 
July 6, reductions in L. C. L. merchandise freight rates and 
the establishment of an all-freight rate to meet the competi- 
tion of the Great Western motor-rail-motor rates which were 
permitted to become effective July 7 by the lifting of the 
suspension in I. and S. 4186 (see Traffic World July 4, p. 7). 
Announcement of the reduction of the L. C. L. rates to the 
truck level was contained in individual notices addressed to 
the executive officers of the western lines and signed by the 
traffic officers of the North Western, the Burlington, the Mil- 
waukee, the Omaha, the Illinois Central, the Minneapolis and 
St. Louis, and the Soo Line. It said: 


The recent action of the Commission authorizing the Chicago Great 
Western to establish, effective July 7, 1936, charge of $42.50 per ve- 
hicle on all freight, loaded in trucks or trailers on flat cars, for the 
handling of competing truck line traffic between Chicago, Illinois, and 
the Twin Cities, will develop a more highly competitive situation than 
now existing and, in order that our lines may have some chance of 
meeting this new development, some action towards equalizing the 
situation must be taken at once. 

Normal truck rates today between Chicago and the Twin Cities are 
much below the all-rail rates and, in order to meet these lower rates, 
together with the rail service that is to be accorded by the C. G. W., 
this is to advice of the intention to establish less-than-carload com- 
modity rates between Chicago, Illinois, and the Twin Cities on a basis 
equalizing the rates of the trucking companies operating between those 
cities. The Chicago-Twin Cities rates are to apply as maxima at in- 
termediate points and will not be subject to tariff of emergency charges. 

The truck lines have rates for quantity shipments that are less in 
amount than applicable for one hundred pound lots and, in equalizing 
the truck rates, it is the intention to consider truck rates applying for 
lots of 10,000 pounds or less as less than carload shipments and equali- 
zation made accordingly. 


Lines in interest will arrange for joint publication and it is the 
intention to make the tariff effective as near August 15 as possible. 


It was stated that rates published in accordance with the 
above announcement would include pick-up and delivery. No 
pick-up and delivery, however, was contemplated on the all- 
commodity rate which was to be filed on behalf of the same 
railroads by the Western Trunk Line Association. Those rates, 
it was stated, were to be applicable from industry to industry 
where such industries were located either on line-haul or 
switching sidetracks or industrial tracks. The announcement 
as to the all-freight rate was as follows: 


As result of the vacating by the Commission of suspension order in 
I, and S. 4186, the Chicago Great Western will have in effect on July 
7a basis of rates on loaded and empty trucks, semi-trailers and trailers, 
on own wheels, loaded on flat cars, between Chicago and Minneapolis, 
Minnesota Transfer and St. Paul, Minn. 

The rates for this service, as published in the suspended C. G. W. 
tariff 246-A, I. C. C. 5381 of $42.50 per loaded truck and $21.25 per 
empty truck, subject to certain minimum charges will result in the 
transportation of two loaded trucks per flat car, at a charge of $85. 

Our lines do not have the facilities necessary to handle traffic in 
the same manner as is covered by the C. G. W. tariff and, in order that 
we may be in position to compete with that line in the handling of 
traffic between Chicago and the Twin Cities, it will be necessary that 
an equivalent rate be published for application on shipments in ordi- 
hary equipment. 

Will you please notify interested lines of our intention to publish, 
effective at the earliest practicable date, rate of 35 cents per 100 pounds, 
not subject to emergency increase, on freight, all kinds, subject to the 
exceptions and other provisions of Item 4280 of W. T. L. Tariff 207- 
Series, the minimum weight to be 30,000 pounds in cars 40 ft. 6 inches 
and less in length and 40,000 pounds in cars over 40 ft. 6 inches in 
length, these minimum weights to apply on cars used and not to be 
Subject to the ‘‘two for one’’ or follow lot rules provided in the Classi- 
fication and exceptions thereto. 


The corresponding truck rate, applicable now over the 
Keeshin motor lines and intended to be applicable over the 
Keeshin-Great Western route under the tariff under suspen- 
Sion in I. and S. 4210, is 46 cents northbound and 41 cents 
southbound on a 20,000-pound minimum. ‘No announcement 
was made as to the contemplated effective date of the proposed 
all-rail all-commodity rate. 


The Commission, July 10 suspended, for seven months from 
July 12, Slater’s I. C. C. No. 1-MF I. C. C. No. 167, joint motor- 
rail rates applicable on trucks or trailers loaded on freight 
cars, similar to those provided in tariffs under suspension in 
I. and S. 4210. The rates apply between northern Illinois, 
southeastern Wisconsin and Indiana, and points in eastern Min- 
hesota and western Wisconsin, with the Chicago Great Western 


Serving as the “bridge” for the sixteen motor carriers parties 
to the tariff. 


The Commission has assigned I. and S. 4210, motor-rail- 
motor rates in east and midwest, involving Keeshin-C. G. W. 
rates, and fourth section application No. 16333, for oral argu- 
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ment in Washington, July 31 at 10 a. m., Eastern Standard 
time. Briefs will also be due that day. 


Flat Car-Trailer Service Begins 


Without formal ceremonies but with a considerable group 
of interested spectators the first Chicago Great Western train 
of flat cars loaded with highway trailers pulled out of Chicago 
at 9:00 p. m., July 7. There were 25 flat cars in the train. 
Each of 17 of those cars carried two trailers. Those trailers 
were loaded for Twin City delivery by the truck operating 
members of the Illinois-Minnesota Conference at the Great 
Western’s Laramie yards. Each of the other eight cars car- 
ried one trailer loaded by the Keeshin company. It was not 
until loading operations were begun that it was discovered the 
43-foot cars furnished for that loading were too short by about 
six inches for two trailers. The Keeshin trailers were loaded 
at the Great Western’s Roosevelt Road team tracks. Most 
of the cars loaded at Laramie were of the 50-foot variety. 
Traffic officials of the Great Western said 50-foot cars would 
be available for the Keeshin loadings within a few days. The 
43-foot cars, they added, could be used for other trailers not 
quite so long as those used by Keeshin. 

The schedule set for the string of trailer loaded flat cars 
was 15 hours between Chicago and St. Paul. It was announced 
that, on the same evening, the first southbound train carried 
28 Illinois-Minnesota Conference trucks and 6 Keeshin trucks. 

Interested transportation men and shippers were guests 
of J. L. Keeshin, president of the Keeshin companies, at a 
buffet supper in his office before the departure of the train from 
Chicago. 


TRUCK FREIGHT BILLS 
The Traffic World Washington Bureau 


Because it has received many complaints to the effect that 
freight bills presented by motor common carriers of property 
do not show sufficient information to enable consignor or con- 
signee to determine therefrom whether the _ transportation 
charges demanded by the carrier are applicable, the Commis- 
sion, in a notice to such common carriers, has told them that, 
in rendering freight bills, they should state thereon such in- 
formation as will enable the consignee or consignor, with the 
aid of the tariffs, to verify the correctness of charges. It has 
told the carriers that every freight bill should show point of 
origin; point of destination; date of shipment; proper descrip- 
tion of commodities or articles; their weight; route of move- 
ment indicating each carrier participating in the haul and the 
transfer points through which the shipment moved; the rate 
or rates applicable, including advance charges; and a statement 
of the nature and the amount of any charges for special service 
such as storage, etc., and the points at which such special 
service was rendered. 


CENTRAL MOTOR TARIFF BUREAU 


The first meeting of the board of directors of the newly 
organized Central States Motor Freight Tariff Bureau will be 
held at the Stevens Hotel, Chicago, July 14. The business of 
the meeting will include the election of an executive committee 
of ten and the setting up of machinery for the functioning of 
the new agency, which-will act as tariff publishing agent for 
nine motor tariff bureaus in the central states (see Traffic 
World, July 4, p. 31). 


It is expected also that the meeting will adopt policies 
regarding the method by which its standing rate committee will 
handle proposals for rate change. C. L. Lawson, St. Louis, will 
be chairman of the standing rate conimittee. According to Ches- 
ter G. Moore, who will be managing director of the new central 
bureau, rate applications will probably come to the central 
bureau’s standing rate committee through the individual affili- 
ated bureaus. A docket will probably be set up, he said, and 
arrangements made for advising those interested in proposed 
rate changes of the time and place of the meetings at which 
the standing rate committee will consider such proposals. 

At a meeting of the board of the Central Motor Freight 
Association, July 6, the following were appointed to serve as 
representatives of the association on the board of directors of 
the central bureau: A. E. Sicilia, chief of the tariff bureau, 
Keeshin Motor Express Company; Harry F. Chaddick, chair- 
man, Illinois-Minnesota Motor Carriers’ Conference; Mr. Moore; 
Walter Mullady, president, Decatur Cartage Company; Carl H. 
Ozee, president, Hayes Freight Lines; Robert McBride, presi- 
dent, Chicago Motor Express Terminal; B. S. Leventhal, presi- 
dent, Roosevelt Cartage Company; B. E. Johnson, Grand Rapids 
Motor Express Company; Joseph Welker, Shippers’ Dispatch, 
Inc.; Arthur I. Munger, chairman, Illinois-Western Michigan 
Motor Operators’ Association. 
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The committee at work on the job of ironing out differences 
in rates among bureaus and operators in central territory 
appeared to be nearing the end of its job. ‘Practical agreement” 
on rate bases was anounced by Ted V. Rodgers, who was in 
attendance at sessions this week. The chief job still to be fin- 
ished, it was said, was the coordination of a number of classifi- 
cations the chief of which were those of the American Truck- 
ing Associations, Inc., and the Keeshin companies. That that 
job might also soon be finished was indicated by the announce- 
ment, from the office of the Central Motor Freight Bureau, by 
Harry Slater, agent, that Keeshin had joined that bureau. 
Hitherto, Keeshin tariffs have been filed individually with Mr. 
Sicilia as agent. 


MOTOR ACQUISITION BY RAILS 


Keeshin Motor Express Co., Inc., and Charles T. Durand, 
doing business as National Transfer & Storage Co., interveners 
in BMC F-16, application of Union Pacific, the Burlington, and 
the Chicago & North Western, for authority to acquire control 
of the Union Transfer Co. through ownership of its entire 
capital stock, in a brief filed with the Commission opposed 
the acquisition on the ground that public policy required de- 
nial of the application. 

It is asserted, by the brief that the law does not contem- 
plate joint acquisition of a motor carrier by two or more 
carriers by railroad. 

“The suggested benefits to the rail carriers and to the 
public, if they can be had at all,” declares the brief, “may be 
had under contractual arrangements for joint service and 
through routes, and for substituted rail and/or truck service. 
By using such a method all of the dangers inherent in owner- 
ship by rail carriers of motor carriers will be avoided. 

“The files of this Commission and public knowledge alike 
show what happened to water transportation when control was 
acquired of such transportation by rail carriers. Congress in- 
tended by the motor carrier act, 1935, to protect motor trans- 
portation from a similar fate. The right of the public to the 
inherent advantages of motor transportation is not advanced 
or assured by granting the application herein. Let the rail 
carriers follow the enlightened policy by voluntary action, 
jointly with the motor carriers, of giving the public the ad- 
vantages of coordination. Certainly that method should be 
tried out before the adoption of any other method, fraught with 
grave danger of destruction of competition and elimination of 
the inherent advantages incident to motor transportation is 
adopted. Public policy requires the denial of the application.” 

“We find no provision in the motor carrier act, 1935, which 
authorizes two or more carriers by railroad jointly to acquire 
control of a motor carrie: through ownership of the capital 
stock of such motor carrier,” says the brief, in beginning its 
argument against the proposal of three railroads to acquire 
the transfer company, a motor carrier, for $150,000, as a first 
step in the creation of a system of motor carriers in the terri- 
tory served by their rails at an ultimate cost of about 

The acquisition of the capital stock of the Union Transfer 
Co. by the applicants, the brief avers, will unduly restrain 
competition, will result in discrimination between shippers in 
interstate commerce, is not consistent with the public interest, 
and any order approving the acquisition should be conditioned 


on the establishment of joint rates between the applicants, the, 


Union Transfer and any other motor carrier or railroad desiring 
such rates. 


MCNEIL MOTOR APPLICATIONS 


The railroads that participated in the hearings before the 
motor joint boad to which BMC Nos. 11146 and 11147, applica- 
tions of George McNeil Teaming Co. for certificates, etc., were 
referred, in a brief in that case assert that the only thing the 
applicant is entitled to under those applications is a certificate 
as a common carrier within the limits of Chicago. Attorneys 
for the railroads said they were convinced that the applicant 
did not require and that the Commission should not issue a 
certificate under the grandfather clause merely to cover his 
pick-up and delivery activities in connection with the rail 
carriers. 

In No. 11146, McNeil asked for a certificate as a common 
carrier within Chicago and an area covering a radius of 100 
miles of that city. In No. 11147, McNeil asked for a certificate 
as a contract carrier in the territory covered by the applica- 
tion for common carrier certificate. 

The railroad attorneys said the testimony showed that 
McNeil never conducted a common carrier operation beyond 
the city of Chicago. They said that while the application recited 
a daily service except to Madison and other points in Wisconsin, 
McNeil never operated in that state except to Milwaukee, “and 
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this operation was unlawful upon the statutory date (June 1) 
and hence not bona fide; that the operations upon which he 
bases his contract carrier application were in fact conducted 
by others with his equipment . . . that no authority of any kind 
(except the Wisconsin interstate permit) was ever obtained 
or sought by applicant, so that neither in Wisconsin nor Indiana 
were his operations (whatever their character) bona fide upon 
either statutory date; that there is no basis whatever for grant- 
ing dual authority, and that the only authority applicant is 
entitled to under these applications and the evidence of record 
is a common carrier certificate within the limits of the city 
of Chicago.” 

Such a certificate, the railroad attorneys said, would enable 
him lawfully to continue to pick-up and deliver for road haul 
motor carriers and to conduct an unrestricted intracity business. 

The railroad brief said there was much testimony concern- 
ing McNeil’s supposed need of a so-called “separate classifica- 
tion,” and concerning certain practices with relation to service 
performed for other truck lines, railroads and water lines, and 
the alleged unreasonably low basis of the rates paid by the 
railroads for pick-up and delivery in Chicago; also concerning 
labor union practices and the leasing of motor vehicle equip- 
ment by applicant to industries and commercial organization for 
their exclusive use. Such evidence, the railroads said, had 
little if any bearing on the issues in the proceedings. 

“While we sympathize with the difficulties in which ap- 
plicant finds himself,” says the brief, “and while perhaps the 
act (motor carrier) is deficient in not meeting them, we think 
the joint board is concerned only with the issues presented by 
the applications, the evidence relevant thereto and the correct 
application of the law to the facts found.” 


MAIL BY MOTOR VEHICLE 


Though proposed legislation affecting transportation of the 
mails by motor vehicle was not enacted at the last session of 
Congress, motor carriers may expect renewal of efforts to 
obtain a law on that subject, according to John M. Meighan, 
secretary-manager of the National Association of Motor Bus 
Operators. 


At the last session the association protested against bills 
(H. R. 10800, H. R. 10756 and S. 4173) Mr. Meighan says “were 
inspired by the National Star Route Carriers’ Association for 
the purpose of giving every star route carrier a permanent 
= with the Post Office Department.” Continuing, he 
said: 





Most of the star route carriers in the National Star Route Carriers’ 
Associaion are engaged in box delivery and collection service but the 
legislation as drawn would have put all contracts on a permanent 
basis whether or not they applied to box delivery and collection ser-ice 
or to the transportation of pouch mail between post offices. This legis- 
lation would have the effect of freezing mail routes where they are 
now, and in addition would give preference in any new contracts to 
former star route contractors who had given four years or more of 
star route service and who had lost a previous contract through no 
fault of their own. Rates for the service would be fixed by the Inter- 
state Commerce Commission. 

The term ‘‘star route’’ in the beginning of highway mail service 
was applied mostly to the box delivery and collection service on rural 
routes outside of municipalities. As the need for transporation of mail 
between post offices became apparent, contracts were let to common 
carrier bus lines and private contractors for the transportation of pouch 
mail but were still completed under the heading of star route service. 
In previous administrations, postmaster generals in their annual re- 
ports to Congress complained of the situation with respect to the 
transportation of mails by highway and recommended that the post- 
master general be given the same authority to direct the carriage 
of mail by motor bus as he had with regard to rails at rates to be 
fixed by the Interstate Commerce Commission. No hearings were ever 
held on these proposals, but in the past year people outside of the 
transportation industry, and in particular the National Council of 
Business Mail Users, an organization of people selling, soliciting, and 
advertising by mail, have demanded that something be done to im- 
prove the mail service in rural areas. This organization tried at the 
last session of Congress to get legislation which would regulate under 
the postmaster general and the Interstate Commerce Commission the 
carriage of mail by common and contract carriers on the highway. 


BUS FARES REDUCED 


A number of bus lines operating in the eastern part of the 
country are making a second effort, by way of reducing fares 
between heavy traffic points, to meet the competition of the 
railroads caused by the Commission’s order requiring railroads 
to reduce fares in coaches to the basis of two cents a mile and 
three cents a mile in Pullmans. In their first effort, embodied 
in tariffs that became operative early in June, many of the 
lines cut their fares between heavy traffic points to the basis 
of 1.75 cents a miles. Use of that basis was made on the 
assumption that the competition between the bus and the rail- 
road was typified by rail coach travel. 
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But the reduction to the basis of 1.75 cents a mile did not 
stop the loss of traffic, bus lines have been telling the Commis- 
sion in applications for permission to make effective rates on 
less than the statutory notice of thirty days. The Commission 
has: authorized bus lines to make effective specific fares, which, 
in some instances, represent a basis of about 1.4 cents a mile. 
For illustration, a number of lines have reduced the bus fare 
between New York and Philadelphia from $1.50 to $1.25. The 
$1.50 rate was put in to meet the two cents a mile fare 
of the railroads which was established between those points, 
against the desire of the railroads, in compliance with the Com- 
mission’s order in the passenger fare investigation. One of the 
companies that asked permission to establish the $1.25 fare, 
in connection with its application for permission to name that 
figure, said that its revenue in that traffic dropped 65 per cent 
in the first fifteen days of June in comparison with the same 
fifteen days in 1935. 

In some instances bus lines have raised point to point fares 
at intermediate stations, while at the same time reducing fares 
between heavy traffic density points, as if they felt sure the 
competition of the low rail passenger fares would not be felt 
at such points. 

Two of the larger bus lines in the eastern district have not 
gone along in this second reduction to meet the competition of 
the low rail fares but, in the conferences among the bus com- 
panies, it is said at the Commission, they did not object to other 
bus companies making the second reduction in an effort to 
regain traffic from the railroads. 

These second cut fares are called experimental by the bus 
companies. Some of the tariffs are dated to expire September 
30 and some at dates in August. 


LOANS FOR MOTOR EQUIPMENT 


Commenting at his press conference July 6 on the action of 
the RFC approving a loan to American Air Lines, Inc., of Chi- 
cago (see Traffic World, July 4, p. 39) to finance purchase 
of airplanes and engines, Chairman Jones said he knew of no 
reason why highway transportation companies could not obtain 
equipment loans from the corporation. 


BUS OPERATORS’ CONVENTION 


The annual meeting of the National Association of Motor 
Bus Operators will be held October 15 and 16 at the Book- 
Cadillac Hotel, Detroit, Mich. It had been planned to hold 
the convention at Cincinnati, O., but lack of hotel accommoda- 
tions in that city for the period of the convention made neces- 
sary the selection of another city, according to John M. Meig- 
han, secretary-manager. 


MOTOR TRANSPORTATION LECTURES IN BOSTON 


“For the benefit of our members and their employes who 
wish to acquire a better and broader knowledge of govern- 
mental regulatory laws affecting motor transportation and the 
development and application of tariff and classification sched- 
ules, we propose to give a series of lectures,” says an announce- 
ment of the Eastern Motor Freight Bureau. There will be 
a lecture each Wednesday evening, beginning August 5, at the 
office of the bureau in Boston, the announcement says, adding 
that, after the lecture, those attending may ask questions and 
enter into discussions. There will be no charge for the lectures 
for members of the bureau and their employes. 


OIL RAIL-TRUCK COMPETITION 


The Commission has reopened No. 26210, gasoline from San 
Francisco Bay Points to Ogden, Utah, 198 I. C. C. 683 on 
petitions of the Southern Pacific in so far as the petitions have 
a bearing on the issues decided in this case. The petitions of 
the Utah Oil Refining Co. and the Standard Oil Co. (Indiana), 
asking that the Southern Pacific petition be denied, have them- 
selves been denied. 

This proceeding, covering a situation that_arose last spring 
(see Traffic World March 28, p. 592) when the Southern Pacific 
proposed to meet truck competition in the carrying of gasoline, 
has been set for hearing at San Francisco, at the Merchants’ 
Exchange, before Commissioner Porter, August 12 at 9 o’clock 
a.m. Standard time. Commissioner Porter had charge of the 
case that arose when the Commission forbade the reduction of a 
rate which it had prescribed, the forbidding having been based 
on a determination of the Commission, to preserve the oil rate 
structure it had prescribed. 


GULF CARLOADING APPLICATION 


The Southern Motor Carriers’ Conference, an intervener in 
BMC 3564, application of the Gulf Carloading Co. of Texas 
for a certificate as a common carrier by motor vehicle of com- 
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modities generally between points in New England, trunk line 
and parts of southern territory and Dallas and Fort Worth, 
Tex., and forwarded thence to destinations in Arkansas, Texas, 
Oklahoma, New Mexico and Arizona by railroads and Seatrain 
vessels, asserts that the applicant is entitled only to a certifi- 
cate as a common carrier by motor carriers from its break- 
bulk points at Dallas and Fort Worth. 

One of the questions raised in the brief is as to whether 
the Commission, by reason of the applicant’s relationship with 
its allied corporations, Gulf Carloading Co., Inc., of New York, 
and the New Orleans Freight Distributing Co., Inc., is in a posi- 
tion to issue any certificate without a further hearing. The 
intervener said that despite the lack of evidence as to finan- 
cial relations among the three companies it contended that no 
great harm would be done in granting a certificate without 
such information for the reason that only the motor carrier 
operations of the applicant were in the nature of an inter- 
change by it as a common carrier forwarder with legally 
qualified motor carriers for the purpose of distributing the 
consolidated shipments from the break-bulk points at Dallas 
and Fort Worth, to the consignees at the final destinations in 
the states named in the application. 


PICK-UP AND DELIVERY 


Editor, The Traffic World: 

In the pick-up and delivery case testimony it is noted that 
some L. C. L. shippers advocate the service, coupled with a five- 
cent rebate in case the industry performs the delivery. 

The writer would like to draw their attention to the fact 
63 this proposal will lessen the spread between L. C. L. and 

. ie 


A greater menace is the added expense to L. C. L. transpor- 
tation at the expense of C. L. business and wiping out any 
chance of the railroads lowering rates, which is desired by all 
and the needful thing in all distribution. 

J. O. Schurtz, Traffic Department, 
American Box Board Company. 
Grand Rapids, Mich., July 3, 1936. 


STEEL INDUSTRY CODE 


Editor, The Traffic World: 

In the issue of your publication of June 27, 1936, under 
current topics in Washington, page 1231, appeared an article, 
entitled “And Now the Government ‘Coppers’ Its Steel Bet.” It 
gives a clear and concise presentation of the facts as they exist 
at present, with one exception. It says: “The steelmen, accord- 
ing to report, have observed the NRA code so far, at least, as 
the filing and observance of prices are concerned.” 

At a meeting of members of the industry in New York, 
June 6, 1935, following the decision of the Supreme Court in 
the Schechter Poultry Corporation case, the members assem- 
bled unanimously adopted the following resolution: 


Resolved, that the members of the iron and steel industry in gen- 
eral meeting assembled: this sixth day of June, 1935, hereby unani- 
mously ratify the resolution of the board of directors of American 
Tron and Steel Institute, adopted June 3, 1935, and each of us hereby 
declares that the company which he represents is in favor of support- 
ing the position taken by such resolution and that it is the intention of 
such company, acting indivigually and voluntarily, in so far as it may 
do so, during the present uncertainty, to maintain the present rates of 
pay and maximum hours of labor and the standards of fair competi- 
tion which are described in the steel code, and that such company will 
continue to protect the employes’ rights of collective bargaining. 


The resolution of the directors therein referred to as hav- 
ing been adopted June 3, 1935, read.as follows: 


“ Whereas the chairman of the National Industrial Recovery Board 
has issued a statement with regard to the decision of the United States 
Supreme Court in the Schechter Poultry Corporation case in which he 
expressed the hope ‘‘that all employers heretofore operating under ap- 
proved codes and all their employes will cooperate in maintaining those 
standards of fair competition in commercial and labor relations which 
have been written into the codes with practically universal sanction, 
and which represent a united effort to eliminate dishonest, fraudulent 
trade practices and unfair competition in overworking and underpaying 
labor’’; 

Resolved that it is hereby declared to be the sentiment of the board 
of directors of the American Iron and Steel Institute that the indi- 
vidual members of the iron and steel industry, acting voluntarily, dur- 
ing the present uncertainty, maintain the present rates of pay and 
maximum hours of labor and the standards of fair competition which 
are set forth in the steel code, and that the members of the industry 
continue to protect the employes’ rights of collective bargaining; and 

Resolved that the executive secretary of the Institute be, and he 
hereby is, authorized and directed to send a copy of these resolutions 
to each member of the industry. 


You will note from the above resolutions that each indi- 





































= 


Set = ee - 


Sy ene | 




























Ms 
at 


Gt ee 


font 


SEE ee fae . 


ae 





- 





























S Capt ce? © aly eet erage 


Say Pan Sa. 


Soe Ay. 


freak Ae 


SGT EES 


nea = ale tee a IE 
a 7) 


ie tas rane 
oe - 








a 
“si 


PAGE 90 


vidual member of the iron and steel industry, acting voluntarily, 
undertook to maintain, “in so far as it may do so, during the 
present uncertainty,” the present rates of pay and maximum 
hours of labor, and “the standards of fair competition,” as set 
forth in the steel code, and to protect the employes’ rights of 
collective bargaining. You will also note, however, that there 
was no reference to continuing the practice of filing of prices 
as was required under the provision of the code. 

It is a fact that, since the decision of the Supreme Court, 
May 27, 1935, in the Schechter Poultry Corporation case, mem- 
bers of the industry have not filed prices with the Institute 
or with any other agency, but, according to our information. 
such members have maintained the rates of pay and maximum 
hours, and have endeavored to protect the employes’ rights of 
collective bargaining. 

I am sure the members of the industry will appreciate the 
fair-mindedness of your article and desire that you have the 
facts pertaining to that portion in which it appears that you 
have not been fully informed. 

E. T. Battle, American Iron and Steel Institute. 

New York, N. Y., July 2, 1936. 





Digest of New Complaints 





No. 27445. Agwilines, Inc., New York, N. Y., et al. vs. Seatrain Lines, 
Inc., et al. 

Refusal of rail line defendants to establish through route and 
joint rates with complainants between New York Harbor and Belle 
Chasse (New Orleans), La., on the basis of minimum differentials 
over and above the joint rates established and maintained with 
Seatrain Lines, Inc., alleged to be in violation of sections 1, 3 
and 16 and other sections of the interstate commerce act; also 
alleged that Seatrain Lines, with defendants Hoboken Manufac- 
turers’ Railroad Co. and New Orleans & Lower Coast Railroad 
Co. maintain port-to-port rates between Hoboken and Belle Chasse 
on the same basis as complainants instead of higher, which on 
account of the alleged greater value of the service of the shipper 
results or will result in viglation of the sections mentioned. Ask 
that the defendants be required to establish and maintain rea- 
sonable, proper and lawful minimum differentials and joint rates 
established and maintained with Seatrain Lines, Inc., over and 
above the joint rates established and maintained with complain- 
ants. (J. R. Bell and G. H. Muckley, attys., 205 Transportation 
Bldg., Washington, D. C.) 


No. 27446, Mandeville Mills and Crystal Springs Bleachery, Carrollton 
and Chickamauga, Ga., vs. Alabama Central et al. 

Rates, coal, points in Ky., Tenn., and Ala. to Ga. points in vio- 
lation of section 1. Asks rcparation. (Joseph J. Hopkins, atty., 
1525 William-Oliver Bldg., Atlanta, Ga.) 

No. 27447, Stewart-Warner Corporation, Chicago, Ill., vs. New York 
Central et al. 

Rates, petroleum lubricating oils and greases, on straight and 
mixed carloads, Toledo (East Toledo), O., to points in Montana, 
in violation of section 1. Asks new rates and reparation. (E. F. 
Steeber, t. m., 1826 Diversey Parkway, Chicago, III.) 

No. 27448, Garrett & Co., Inc., et al., New York, N. Y., vs. A. T. & 
S. F. et al. 

Rates, wine, tank cars, points in Calif., to points in N. Y. and 
Mass., in violation of Section 1. Ask new rates and reparation. 
(L. V. Brandt, practitioner, Stationery Mart Bldg., Van Buren 
and Jefferson Sts., Chicago, Ill., and John Andrew Ronan, atty., 
11 South LaSalle St., Chicago, Ill.) ‘ 


No. 27449, Purse Brothers, Detroit, Mich., et al. vs. N. C. & St. L. et al. 
Rates, potatoes, south of the Ohio River, exclusive of Buechel, 
Lyndon, St. Matthews and Louisville, Ky., in violation of section 
1 to the extent they exceeded or may exceed 27% per cent of 
first class rates as prescribed in the Taylor Produce Co. cases, 
115 I. C. C. 633 et seq. and 30 per cent as prescribed in Tri-State 
Traffic Co. case, 172 I. C. C. 596; also in violation of section 3 to 
the extent they exceeded or may exceed rates on potatoes from 
various points in North Carolina and Virginia; also rates onions 
and sweet potatoes from various points to Detroit and points in 
Indiana to Milwaukee, Wis., and various points in Central Freight 
Association territory in violation of first three sections. Ask new 
rates and reparation. (A. L. Watkins, counsel, Kalamazoo, Mich.) 
No. 27450, Milwaukee, Rockford and Southwestern Railroad Co. vs. 
Alton et al. 
Complains that its low revenue of $4.55 and $6 a carload for 
a line haul over its railroad between Toluca and Granville, IIl., 
is too low and expresses belief that it should have a new agree- 
ment under which the revenue would be increased to $12 a car 
regardless of commodity on all overhead traffic; expresses belief 
that section 6 has been violated. Asks the Commission to enter 
such order as may seem meet. (John R. Cox, president, Granville, 
Ill.) 
No. 27451, Smith Wood-Products, Inc., North Kansas City, Mo., vs. 
Ann Arbor et al. 
Rates and charges in violation of section 6, untreated battery 
separator stock, Coquille, Ore., to points in Ind., N. J., and Mass. 
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Asks reparation. (B. H. Carmichael, practitioner, and F. W. Tur- 
cotte, atty., 656 S. Los Angeles St., Los Angeles, Calif.) 

No. 27452, St. Helens Pulp & Paper Co., St. Helens, Ore., vs. S. P. 
& S. et al. 

Charges in violation of sections 1 and 3, lime rock, from Seattle, 
Wash., to St. Helens, Ore., as compared with rates to Vancouver, 
Wash. Asks reparation. (Ralph L. Shepherd, practitioner, 401 
Spalding Bldg., Portland, Ore.) 

No. 27453, C. Findeiss Sons Co., Zanesville, O., vs. B. & O. et al. 

Rates in violation first three sections, tanning extract, Baltimore, 
Md., to Zanesville, O.; alleges rate Norfolk, Va., to Zanesville in 
violation sections 2 and 3. Asks rates and reparation. (C. E. O'Neal, 
practitioner, Zanesville, O.) 

No. BMC-C 11, Middle Atlantic States Motor Carrier Conference, Inc., 
Washington, D. C., vs. C. Lewis Lavine, Inc. 

Complainant, a tariff publishing agent, representing 508 mem- 
bers alleges that the rates established by the defendant, as a con- 
tract carrier within Pa., N. J., N. Y., Conn., Mass., R. I., Del., 
and the District of Columbia, are not and will not be remunerative 
to the deefndant; that the rates cause and give an advantage 
and preference to the defendant in competition with all com- 
mon carriers by motor vehicle including the members of com- 
plainant organization, inconsistent with the public interest and 
the policy in section 202(a). Asks the Commission to require the 
establishment of minimum rates which it shall determine not to 
be unduly low and not to give the defendant any advantage or 
preference in competition with any common carrier by motor 
vehicle. (Charles E. Cotterill, atty., 70 East 45th St., New York, 
ae & 

No. BMC-C 11, Sub. No. 1, Middle Atlantic States Motor Carrier Con- 
ference, Inc., Washington, D. C., vs. C. Lewis Lavine, Inc. 

Alleges that the rates in defendant’s tariff MF I. C. C. No. 2 
and Supplement No. 1 names commodity rates which are and 
for the future would be unjustly and unreasonably low in vio- 
lation of the provisions of section 216(b) of part 2 of the inter- 
state commerce act. Asks a cease and desist order and the re- 
quirement that the defendant establish rates which the Commis- 
sion shall determine to be just and reasonable. (Charles E. Cot- 
terill, atty., 70 East 45th St., New York, N. Y.) 

No. BMC-C 12, Interstate Freight Carriers’ Conference, Inc., Los Ang- 
eles, Calif., vs. Denver-Los Angeles Trucking Co. 

Alleges rates, rules, and regulations in defendant’s tariff MF 
I. C. C. No. 1 are, noncompensatory, discriminatory, unduly and 
unreasonably low and in violation of section 216 as applied on 
classes and commodities between points in Calif., Nev., Ariz., N. 
M., Utah and Colo.; alleges that the tariff names rates to points 
in Calffornia and other states not served by defendant and that 
publication of such rates is unwarranted, misleading and detri- 
mental to shippers and receivers of freight and complainant's 
members. Asks the Commission speedily prescribe fair, reason- 
able, nondiscriminatory and compensatory rates, rules and regula- 
tions. (Davis G. Shearer, secy., 611 Hollingsworth Bldg., 606 S. 
Hill St., Los Angeles, Calif.) 

No. BMC-C 13, Middle Atlantic States Motor Carrier Conference, Inc., 
Washington, D. C., vs. Overland Motor Freight Co., Inc. 

Alleges that rates of Overland Motor Freight Co., Inc., used in 
Conn., Del., N. Y., N. J., Mass. and Pa., are not and will not 
be remunerative to the defendant and tend to aggravate a vate 
war and great impairment of the successful operations of competing 
common carrier companies by motor vehicle including those of 
complainant’s members which are competitive with the defendant. 
Asks for a cease and desist order and an order requiring the es- 
tablishment of rates which the Commission shall determine to be 
just and reasonable. (Charles E. Cotterill, 70 E. 45th St., New 
York, N. Y., atty.) 


PURCHASES AND STORES DIVISION MEETING 

The annual meeting of the purchases and stores division 
of the Association of American Railroads was held at the 
Palmer House, Chicago, July 8 and 9. Most of the meeting 
was taken up with consideration of committee reports. Among 
the subjects of those reports were the classification, handling, 
and sale of scrap; general reclamation; standard material clas- 
sification; comparison of material stock reports and material 
store expenses; forecasting material requirements to coordinate 
procurement with actual needs; pricing and inventory; fire pre- 
vention, and simplification and standardization of stores stocks. 
J. M. Symes, vice-president, operations and maintenance depart- 
ment, A. A. R., spoke at the July 10 session. Charles B. Tobey, 
general storekeeper, Lehigh Valley, Sayre, Pa., general chair- 
man of the division, presided. 


ALLOTMENT OF APPROPRIATIONS 


President Roosevelt has requested the Commission and 
other government departments to apportion the appropriations 
made for them for the fiscal year that began July 1 on a basis 
that will leave a surplus at the end of the year instead of divid- 
ing the appropriations into twelve parts as has been the prac- 
tice. The President, referring to the surplus as the “kitty,” said 
he would issue an order toward the end of the year for each 
department to show cause why the “kitty” should be spent and 
if it was not spent it would be turned back into the treasury. 
Under the practice of dividing the appropriations into twelve 
parts, the tendency, it was said, was to find ways of using up 
the twelfth part before the end of the year. 
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Watch Your Rates 


THE TRAFFIC WORLD brings you notice of 
action taken on rate matters before the Com- 
mission. To be completely informed, you should 
also be on the mailing list for THE TRAFFIC 
BULLETIN, which will bring you notice of 
action proposed and action taken in any rate 
matters by any of the standing rate committees. 


The dockets of the following, their hearing bul- 
letins and, in most cases, their disposition 
notices are regular weekly contents of the 
BULLETIN: 


Central Freight Association 

Eastern Commodity Rate Revision Committee 
Express Classification Committee 

Freight Container Bureau 

Illinois Freight Association 

National Diversion and Reconsignment Committee 
New England Freight Association 

Southern Freight Association 

Southern Ports Foreign Freight Committee 
Southwestern Freight Bureau 
Texas-Louisiana Tariff Bureau 
Transcontinental Freight Bureau 

Trunk Line Association 

Western Trunk Line Committee 


Missing Tariffs Are Costly 


Another important function of THE TRAFFIC 
BULLETIN is the furnishing of a weekly check 
of your tariff file. An abstract of all new tariffs, 
classifications and supplements filed with the 
Commission (railroads and motor carriers) and 
the Shipping Board Bureau (steamship lines) is 
mailed to BULLETIN subscribers every Satur- 
day morning. This tariff file check is made com- 
plete by publication of investigation and suspen- 
sion orders, suspension orders vacated; fourth 
section applications and orders; short notice 
permissions; abstracts of all tariffs returned 
by the Commission and the Shipping Board 
Bureau; released rate orders; express tariffs; 
embargo notices, as reported to the car service 
division of the Association of American Rail- 
roads. 


The complete docket of the Consolidated 
Classification Committee is mailed to 
BULLETIN subscribers as issued. 


Requests for further details should be addressed 
to 


THE TRAFFIC BULLETIN 


418 S. Market St. Chicago 
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Doings of the Traffic Clubs 


The Omaha Traffic Club will hold its annual outing and 
basket picnic at Peony Park July 16. There will be a baseball 
game between teams representing shippers, John Hirons, cap- 
tain, and carriers, George Pezdirtz, captain. In the afternoon 
there will be games and races for children and adults. After 
dinner there will be dancing. 





The trip of the Motor City Traffic Club of Detroit aboard 
the Steamship Tashmoo, planned for July 13, has been post- 
poned because the ship is out of commission. 





The Tri-State Traffic Club will hold a golf tournament at 
the Broadview Country Club, Carthage, Mo., July 14. In the 
evening the club will join with the Carthage Chamber of Com- 
merce in a dinner in observance of railroad week at the Hotel 
Drake. J. E. Springer, Joplin, Mo., president, Tri-State club, 
will preside. Senator Allen McReynolds, Carthage, will be 
toastmaster. The speaker will be Dewey Short, representative 
in Congress from the seventh Missouri District. 





Marion Remington, former president of the Women’s Traffic 
Club of Los Angeles, was the guest of honor at a dinner meeting 
of the club at the Pacific Electric Building, July 8. 





The annual outing of the Traffic Club of St. Louis will be 
held July 16 at the Norwood Hills Country Club, Normandy, 
Mo., July 16. There will be a golf tournament and a horse- 
shoe pitching tournament, as well as a baseball game between 
carriers and shippers. After dinner there will be dancing. S. L. 
Springer, assistant general freight agent, Illinois Central, is 
chairman of the entertainment committee in charge. 





The annual picnic of the Portland, Ore., Industrial Traffic 
Club will be held at Carver Park, Carver, Ore., July 19. Mem- 
bers of the Portland Shipping Club, the Women’s Transporta- 
tion Club of Portland, and the Portland Transportation Club 
have been invited to participate. There will be a program of 
sports and games. Lunch will be served. 





The Traffic Club of Chicago will hold its second golf 
tournament of the season at Itasca Country Club, Itasca, IIL, 
July 16. Dinner will be served. 





The Women’s Traffic Club of St. Louis will meet jointly 
with the Traffic Club of St. Louis at a dinner in observance of 
railroad week at the Missouri Athletic Association July 14. 
The speaker will be J. M. Fitzgerald, vice-chairman Committee 
on Public Relations of the Eastern Railroads, New York. He 
will speak on “The Romance of the Rails.” 





The annual picnic of the Traffic Club of Denver will be 
held at Eldorado Springs, Colo., July 18. There will be a 
program of sports and games. Dinner will be served, after 
which there will be dancing. 





Activities planned by the Railway Business Women’s As- 
sociation of Cleveland for the summer include a breakfast at 
Old Scenic Park, July 22, and a day at the Great Lakes Ex- 
position, August 16. The club is holding a prize photography 
contest for members, which will close September 30. 





The Oakland, Cal., Traffic Club will observe past presi- 
dent’s night at a meeting at the Athens Athletic Club July 14. 
Ten past presidents will be guests of honor. The club was 
organized in 1926. A. J. Lundberg, president, Key System, 
will speak on “Rapid Transit over the San Francisco-Oakland 
Bay Bridge.” Carl Zamloch, Signal Oil Company, will present 
a lecture with demonstrations of magic and mystery under the 
title “A Hundred Mysteries and a Thousand Laughs.” J. B. 
Taylor is chairman of the committee on arrangements. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Amer- 
ican Train Dispatchers’ Association has been designated to 
represent train dispatchers of the Reading Company. 

Dining car stewards of the Baltimore & Ohio, under an- 
other certification, will be represented by the Dining Car 
Stewards’ Association, B. & O. Railroad. 
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GREAT WESTERN 
RAILROAD 
Connecting East, West, 


North end South Joined through the 





fast freight service 
of the Chicago Great Western Railroad, traversing the rich agricul- 
tural states of Illinois, lowa, Minnesota, and Missouri. It serves 


many of their busy manufacturing cities and prosperous rural centers. 


CHICAGO GREAT WESTERN 
RAILROAD 


The Corn Belt Route 





Traffic Offices in Most of the Larger Cities 
B. F. Parsons, Traffic Manager, 122 S. Michigan Ave., Chicago, Ill. 
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Let THE DAILY TRAFFIC WORLD 


provide you with a 


WASHINGTON 
REPRESENTATIVE 


at a fraction of the cost of keeping 


your own man there 


There have probably been many occasions 
when you have wished you had a trained 
traffic representative in Washington to look 
after your intere:ts—someone who could 
keep in close personal contact with all gov- 
ernmental departments, more especially the 
Interstate Commerce Commission and the 
Shipping Board Bureau, who could dig out 
the particular information you need, or send 
you copies of decisions, proposed reports, or 
citations from the records; someone with 
complete knowledge of and easy access to 
the hundreds of thousands of documents 
filed in the National Capital; a specialist 
who would give you the benefit of his special 
training as to loss and damage claims or 
information about procedure; someone who 
would watch any particular rate in which 
you looked for a change, who would advise 
you promptly of any new complaint filed, 
the issuance of a suspension order, or the 
granting of short notice permission. 


You may not have been able to get just the 
man or the service you wanted. Tr, per- 
haps, you didn’t have enough of this sort of 
work to justify the large expenditure. Here, 
then, is your opportunity to obtain for your- 
self and your organization the advantages 
outlined above. 


When you enter your subscription for THE 
DAILY TRAFFIC WORLD and TRAFFIC 
BULLETIN, the facilities of our Special 
Service Department in Washington are 
placed at your disposal. Our staff in Wash- 
ington is made up of men who have had 
years of training in rate analysis, traffic 
problems, and interstate commerce, as well 
as law. They are in daily contact with the 
Interstate Commerce Commission, the Ship- 
ping Board Bureau, and all departments of 
the government. 


You can turn your particular problems over 
to them with full confidence that they will 
receive their prompt, personal attention. 
And, best of all, the expense is reasonable 
because it is spread over a large number of 
organizations whose service requests are 
“grouped” to minimize costs, providing a 
service of the highest standard at low cost. 
The daily reports will supplement these 
services by bringing to your attention any 
unexpected action that might otherwise 
escape you. 


The DAILY service is the busy traffic man’s 
right hand man. It is the ideal combination 
of a prompt, all-inclusive news service and 
a complete group of personal traffic services. 


Send for sample copies, and more informa- 
tion about the special services which are 
included with every subscription. 


THE DAILY TRAFFIC WORLD 
and TRAFFIC BULLETIN 


Published by 


The Traffic Service Corporation 
418 South Market Street 


The Traffic World 


Chicago 
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Personal Notes 





W. K. Weaver has been appointed general manager, East- 
ern Lakes Department, Railway Express Agency, Inc., at Cleve- 
land, O. H.C. Trombly has been appointed superintendent, 
Boston division, at Boston, Mass. 

I. W. Morris has been appointed assistant general freight 
agent for the Chesapeake and Ohio at Columbus, Ohio. L. M. 
Johnson has been appointed assistant general freight agent 
at Chicago, and F. A. Hansen has been appointed assistant 
general freight agent, also at Chicago. 

The Chicago, Burlington and Quincy has announced the 
following appointments: F. E. Sperry, assistant to the general 
manager, Chicago; W. P. Wilson, superintendent of terminals, 
St. Louis; H. E. Hinshaw, assistant superintendent, La Crosse 
Division, La Crosse, Wis.; C. W. Dentner, trainmaster, McCook 
Division, Denver, Col.; P. F. Thomas, trainmaster, Casper Divi- 
sion, Casper, Wyo. 

Cal N. Souther, who retired as general agent, passenger 
department, C. M. St. P. & P. in 1919, died at Oakland, Cal., 
July 4. He was 78 years old. 

R. F. Bowman, general traffic manager, Heywood-Wake- 
field Company, Gardner, Mass., general chairman of the na- 
tional committee for the prevention of government ownership 
of the railroads of the National Industrial Traffic League, will 
speak on “The Danger of Government Ownership and Political 
Control of the Railroads” at a meeting of the Rotary Club of 
Boston July 22. He spoke on the same subject before the 
Rotary Club of Hartford, Conn., July 10. 

B. F. Affleck, president of the Universal Atlas Cement Com- 
pany since 1915, has announced his retirement, effective Sep- 
tember 1. 

Miss Zelma M. Kober, Irwin, Pa., daughter of Joseph 
Kober, Jr., of the freight traffic manager’s office, Pennsylvania 
Railroad, Pittsburgh, received the scholarship for 1936 of De- 
partment 3 of the Pennsylvania Railroad Women’s Division for 
War Relief. The scholarship was founded in 1920 and is open 
to sons and daughters of present or deceased Pennsylvania 
employes and sons and daughters of members of department 3 
who were in good standing in 1918 and 1919. It was established 
as a memorial to the men of the Pennsylvania’s freight traffic 
department who died in the World War. Under its terms the 
winner each year, selected by a faculty committee of the Uni- 
versity of Pennsylvania, receives tuition in any four-year course 
at the University. Miss Kober will enter the university’s 
school of liberal arts in the fall. 

E. H. McReynolds, vice-president, Missouri Pacific, St. 
Louis, Mo., was elected president of the Advertising Federation 
of America at the annual convention of that organization in 
Boston July 2. 

H. C. Murphy has been elected president of the Burlington 
Transportation Company, C. B. & Q. bus subsidiary. Ralph 
M. Budd, president of the railroad, who was also president of 
the transportation company, resigned because of the press of 
other work. 


T. K. Lynch has been appointed commercial agent for the 
Atlantic Coast Line, the Charleston and Western Carolina, and 
the Columbia, Newberry and Laurens, with headquarters at 
Kingsport, Tenn. 

T. S. Ryan has been appointed vice-president in charge of 
traffic for the Utah-California Motor Lines, Inc., at Salt Lake 
City, Utah. 

Victor J. Sudman, president of the Black Diamond Steam- 
ship Corporation, has been awarded a royal decree from King 
Leopold II of Belgium making him a Chevalier in the Order 
of Leopold because of his efforts in developing trade between 
the United States and Belgium. 

John F. Morton has been appointed traffic manager of 
the Black Diamond Steamship Corporation, succeeding F. J. 
Haley, who has resigned. Mr. Morton was formerly general 
foreign freight agent for the Canadian Pacific Railways and 
Canadian Pacific Steamships at Montreal. 

H. E. Pippin, general passenger agent, Matson Line at Los 
Angeles, has been appointed assistant general passenger man- 
ager of the line with headquarters at San Francisco. A. A. 
Archibald, city ticket agent at Los Angeles, has been appointed 
general passenger agent to succeed Mr. Pippin. 

Arthur R. Lewis, Sr., founder and former president of the 
American & Cuban Line, and president of the Seas Shipping 
Co., died July 5 at his home at Cap Ferrat, France, after 4 
long illness. He was 57 years old. 

C. R. Lanphear has been appointed division freight and 
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passenger agent for the C. M. St. P. & P. at Bellingham, Wash., 
to succeed G. W. Blair, who died. 

C. E. Hochstedler has resumed his duties as traffic director 
for the Chicago Association of Commerce, following a three- 
year leave of absence in which he was western traffic assistant 
of the federal coordinator of transportation. A. H. Schwietert, 
who served as acting traffic director in Mr. Hochstedler’s ab- 
sence, has resumed his duties as assistant traffic director and 
general secretary of the association’s industrial traffic council. 
William Noorlag, who was Mr. Schwietert’s special assistant 
and acting secretary of the traffic council, has been appointed 
assistant traffic director with supervision over the service sec- 
tion. He will have charge of the association’s “Way to Ship” 
service and its package car and trucking information service. 
In these duties he succeeds Marshall H. Gooch, who resigned. 


LOUISIANA TRAIN LENGTH LAW 


Limitation of the length of freight trains, other than those 
carrying perishable goods or live stock, to 70 cars and 
the length of passenger trains to 16 cars, and prohibiting 
switch crews of less than one engineer, a fireman, a foreman, 
and three helpers is provided for in a measure approved by 
the Louisiana legislature and signed by Governor Leche. The 
measure, listed as Senate Bill No. 72, became Act No. 51 of 
the 1936 Louisiana legislative session. 





Docket of the Commission 





NOTE—items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic Worid. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


July 13—Spencer, Ia.—Federal Bldg.—Asst. Dir. Boles: 
Finance 10947—Assoclated Railways on abandonment of lines from 
Spencer, Ia., etc. 


July 13—Denver, Colo.—Public Utilities Comm.—Director Sweet: 
Finance 11114—Application of Colorado & Southern for abandonment 
of so-called Clear Creek line and Black Hawk branch, Colo. 


July 13—New York, N. Y.—Hotel Pennsylvania—Joint Board 3: 
BMC 66582—Application of Jersey City & Lyndhurst Bus Co., Ruth- 
erford, N. J., to operate as common carrier. 


July 13—Memphis, Tenn.—Peabody Hotel—Examiner Fuller: 
Fourth Section Application 16260—Grain and grain products to points 
in Ky. and Tenn. 


July 13—Washington, D. C.—Examiner Leasure: 
Air Mail Docket 16—Delta Air Corporation. 


July 14—St. James, Minn.—New Lincoln Hotel—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of lines from 
St. James, Minn., etc. 


July 14—Memphis, Tenn.—Peabody Hotel—Examiner Fuller: 
Fourth Section Applications 16064 and 16360—Petroleum and petro- 
leum products, from New Orleans, La., etc.—Filed by Pope and 
Tilford. 


July 14—Washington, D. C.—Examiners Harris and Valentine: 
Fourth Section Applications 16364 and 16365—Bulk rock salt, from 
Retsof and Ludlowville, N. Y., to Hopewell, Va., and North At- 
lantic ports, etc.—Filed by Curlett. 


July 15—Washington, D. C.—Argument: 
26644—Southwest Virginia Lime Producers Assn. vs. A. & R. et al. 
26648—National Utilization Corp. vs. Erie et al. 


July 15—Washington, D. C.—Examiner Cheseldine: 
Fourth Section Application 16358—Marble and granite, from pts. in 
Vt. to pts. in T. L. and New Eng. territories.—Filed by Curlett 
and Van Ummersen. 


July 16—Washington, D. C.—Argument: 
27056—Brown-Strauss Corporation et al. vs. Alton et al. 
Fourth Section Application 15394 and 15560—Export and import rates 
from and to Gulf ports. 


July 16—Aberdeen, S. D.—Alonzo Ward Hotel—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Aberdeen, S. D., etc. 


July 16—Warren, Pa.—Court House—Public Service Comm. of Pa.: 
Finance 11190—Application of Hickory Valley R. R. for abandonment 
of part of line extending from Endeavor to McDonalds, Forest 
county, Pa. 


July 16—Birmingham, Ala.—Thomas Jefferson Hotel—Examiner Fuller: 
Fourth Section Application 16150—Stoves and ranges from the south 
to the border. 


July 17—Aberdeen, S. D.—Alonzo Ward Hotel—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Northville, S. D. 
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July 17—Washington, D. C.—Argument: 
Railway Labor Act No. 15—Oklahoma Railway Co. 
1. & S. 4169—Mileage allowances on refrigerator cars. 
27139—Nichols Wire, Sheet & Hardware Co. vs. C. R. I. & P. et al, 


July 17—Butte, Mont.—U. S. Court Rooms—Examiner Disque: 
27382—Christie Transfer & Storage Co., Inc., vs. Union Pacific et al. 


July 17—Montgomery, Ala.—Public Service Comm.—Examiner Fuller: 

Fourth Section Application 16275—Gasoline, Montgomery, Ala., to 
Opelika, Ala.—Filed by Ct. of Ga. 

July 17—Washington, D. C.—Examiner Shinn: 

Fourth Section Applications 15692 and 16144—Sulphur to Green Bay 
and Marinette, Wis., and Menominee, Mich.—Filed by Kipp and 
Leland. 

July 18—Aberdeen, S. D.—Alonzo Ward Hotel—Asst. Dir. Boles: 

Finance 10947—Associated Railways on abandonment of line from 
Norbeck, S. D., etc. 

July 20—Selby, S. D.—Selby Hotel—Asst. Dir. Boles: 

Finance 10947—Associated Railways on abandonment of line from 
Alaska, S. D., etc. 
July 20—Jacksonville, Fla.—Hotel Mayflower—Examiner Fuller: 
1. & S. 4209—Fish from the south to eastern cities. 
i. & S. 4203—Shrimp from the south to eastern cities. 


July 20—Portland, Ore.—Circuit Court Room—Examiner Disque: 
27217—-Balfour, Guthrie & Co., Ltd., et al. vs. C. M. St. P. & P. et al. 
July 20—Washington, D. C.—Argument: 
Finance 10954—Southern Railway proposed abandonment. 


July 20—Washington, D. C.—Examiner Walter: 
Air Mail Docket 15—North American Aviation, Inc., vs. American 
Airlines, Inc. 


July 20—Washington, D. C.—Examiner Cheseldine: 
* Fourth Section Application 16385—Copper anodes, bars, etc., from 
eastern points to Cleveland, O.—Filed by Curlett. 


Fourth Section Application 16389—Sugar, beet or cane, from eastern 
cities to pts. in N. Y., Ohio and Detroit, Mich.—Filed by Curlett 
and Van Ummersen. 


July 20—Dover, Del.—New State House—Examiner Johnston: 
* BMC 50971—Application of Edward C. Hill, Seaford, Del., to operate 
as common carrier. 


July 20—Dover, Del.—New State House—Examiner Johnston: 

* BMC 50250—Application of James D. Rawlins, Seaford, Del., to oper- 
ate as common carrier. 

* BMC 50251—Application of Charles Dale Moore, Seaford, Del., to 
operate as common carrier. 


July 20—Washington, D. C.—Examiner Shanafelt: 
26967—-Pennsylvania Coal & Coke Corp. vs. Pennsylvania et al. 


July 20—Flint, Mich.—Federal Bldg.—Joint Board 57: 
BMC 50044—Application of Stanley S. Wilson, Fenton, Mich., to 
operate as contract carrier. 


July 20—Des Moines, Ia.—U. S. Court Rooms—Joint Board 53: 
BMC 50141—Application of B. L. Blackman, Seaton, IIll., to operate 
as contract carrier. 


July 20—New York, N. Y.—Hotel Pennsylvania—W. A. Hill: 
1. & S. M-6—Classes and commodities between eastern points. 


July 20—Washington, D. C.—Examiner Snider: 
1. & S. 4217—Mica from southern origins to official territory. 
July 21—Washington, D. C.—Argument: 

Fourth Section Application 14847—Plaster, plasterboard and related 
articles and, also application Nos. 14769, 14924, 14928, 14943, 
15380, 15496, 15523, 15543, 15548, 15596, 15724, 15776, 16084, 16098, 
16102 and 16191. 

July 21—Chicago, Ill.—Hotel Sherman—Examiners Archer and Hosmer: 

1. & S. 4191 and 27425—Official territory pick-up and delivery service. 


July 21—Cedar Rapids, Ia.—Federal Bldg.—Joint Board 54: 
BMC 50146—Application of C. E. Carroll, Frederika, Ia., to operate 
as common carrier. 


July 21—Dover, Del.—New State House—Examiner Johnston: 
* BMC 10053—Application of Norman C. Hedges, Laurel, Del., to 
operate as common carrier. 


July 21—Dover, Del.—New State House—Examiner Johnston: 

* BMC 50300—Application of Edward S. Humphreys, Crisfield, Md., to 
operate as common carrier. 

* BMC 50764—Application of Clifton Summers, Crisfield, Md., to oper- 
ate as common carrier. 


July 21—Louisville, Ky.—Brown Hotel—Examiner Bardwell: 
27325—Intrastate class and commodity rates in Kentucky. 


July 22—Watertown, S. D.—-Lincoln Hotel—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Conde, S. D., etc. 


July 22—Washington, D. C.—Argument: 
Fourth Section Applications 13457, 706, 707, 711, 718, 719, 723, 729, 
730, 739, 746, 748, 750, 1092, 1093, 1099, 1140, 1154, 1195, 1233, 1234, 
1238, 1243, 1244, 1262, 1263, 1318, 1347, 1392, 1396, 1397, 1417, 1418, 
1421, 1433, 1435, 1441, 1443, 2659, 4237, 4675, 4677, 4678, 4679, 4684, 
4689, 4691, 4703, 4717, 4718, 4726, 4730, 4731, 4732, 4745, 11250, 11476, 
11584, 11585, 11586, 11587, 11750, 11758, 11766, 11776, 11779, 11801, 
11810, 11811, 11829, 11830, 11866, 11920, 11921, 11934, 11935, 11962, 
11963, 11990, 12037, 12044, 12046, 12097, 12098, 12107 12129, 12142, 
12148, 12154, 12179, 12193, 13438, 14404, 14536, and 14631, also re 
opened fourth section orders 1305, 4448, 4539, 4650, 4651, 4783, 
4860, 6757, 6843, 7188, and 9575, together with their respective 
applications—Pacific Coast fourth section applications. 
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LCL. SHIPMENTS 
CHICAGO 


and 
NORTH 


WESTERN 
RAILWAY 


For full 
details about 
our freight 
service, free 
pickup and 
delivery, or 
any other 
information 

















- ae J 
XS _~ 
tig be F 


ae 
i ee 


22 a. 


et ee 
Vaca oa 


age See 
as 


Peat 


ey 


+ yan 






















w 


NEW YORK, 
BOSTON, 
NEW ORLEANS, 
Los ANGELES HARBOR, 
SAN FRANCISCO anv ST. JOHN, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL end SOUTH AMERICA 
and MEXICO (tenshipment et CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 


New York........ Pler 3, North River New Orieans..... 321 St. Charles St. 
Chieage...... itt W. Washington St. St. John, N. B....H. E. Kane & Co. 
ourth Stree 


San Franeiseo....1001 F t Lendon, Eng..Caribbean 8.8. Agency, 
isiveadhbbevedduore Long Wharf Ltd., Adelaide House, King William St. 
Also regular weekly nger service (and “Guest Cruises”’) 
te the West Indies and Caribbean. 






SHORTEST 
U.S. 
ROUTE TO 
THE ORIENT 


Pacific Coast's 
Most Modern 


Terminals 


SPEEDIEST 


Connections 


EAT TLE—One of the 
world’s finest harbors and 
most modern ports — pro- 

vides outstanding advantages of 
greater Speed, Service and Econ- 
omy to ships and shippers. Seat- 
tle affords speediest rail inter- with Eastern’and 
connections with all leading Middle West 

Eastern and Middle-Western Markets 

American markets, plus a ship- 

pers’ service extending to the 

Atlantic seaboard. 

e 


For Full Details Write te 
PORT OF SEATTLE ¥ 
Bell Street Terminal, 7.‘ 


Seattle, U. &. A, : 





MODERN ALL-INCLUSIVE FACILIT! 
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July 22—Miami, Fla.—U. S. Court Rooms—Examiner Fuller: 
27394—Rate & Traffic Div. of City of Miami, Fla., vs. F. E. C. et al, 


July 22—Washington, D. C.—Examiner McAuliffe: 
BMC 2890—Application of All American Bus Lines, Inc., Chicago, Il], 
to operate as common carrier. 
BMC 2891—Application of Ni Sun Lines, Ltd., Chicago, Ill., to op 
erate as common carrier. 


July 22—Washington, D. C.—Examiners Harris and Valentine: 
Fourth Section Application 16270—Livestock from stations on the 
Cc. C. & O.—Filed by Tilford. 


July 22—Charlotte, N. C.—U. S. Court Rooms—Examiner Higgins: 
* BMC-F 48—Queen City Coach Co.—Lease and option to purchase 
Eastern Tenn. & Western N. C. Motor Transportation Co. 


July 22—Detroit, Mich.—Fort Shelby Hotel—Examiner Later: 
1. & S. M-4—Minimum charge in N. Y., Mich. and Ohio. 


July 22—Salt Lake City, Utah—Hotel Utah—Joint Board 48: 
BMC 50029—Application of Cameron Utah Arizona Truck Line, Pan. 
guitch, Utah, to operate as common carrier. 


July 22—Philadelphia, Pa.—Chamber of Commerce—Joint Board 65; 
BMC 50156—Application of Counties Transportation Co., Upper Darby, 
Pa., to operate as common carrier. 
BMC 50157—Application of Counties Transportation Co., Upper 
Darby, Pa., to operate as contract carrier. 


July 22—Philadelphia, Pa.—Chamber of Commerce—Joint Board 66: 
BMC 50774—Application of Vedder Oil Co., Inc., York, Pa., to operate 
as contract carrier. 


July 22—Syracuse, N. Y.—U. S. Court Rooms—Joint Board 71: 
* BMC-F 8—Niagara Freight Lines, Inc.—Purchase of property of 
Southern Tier Motor Freight Service. 


July 22—Dover, Del.—New State House—Examiner Johnston: 
* BMC 50192—Application of Thomas E. Flounders, West Philadelphia, 
Pa., to operate as common carrier. 
* BMC 50229—Application of Eskridge & Bell, Bethel, Del., to operate 
as common carrier. 
July 23—Washington, D. C.—Argument: 
27194—New York Butchers Dressed Meat Co. vs. L. & N. et al. 
July 23—Watertown, S. D.—Lincoln Hotel—Asst. Dir. Boles: 
Finance 10947—Associated Railways on abandonment of line from 
Watertown, S. D., etc. 
July 23—Washington, D. C.—Examiner Harris: 


Fourth Section Application 16307—Brick and hollow tile from High- 
lands, Va., Kingsport and Johnson City, Tenn. 















Central Location... 
Responsible Management. . 
Splendid Service 








@ The Mississippi Valley and the whole Middle 


West are right at your front door if you distribute 
from Chicago. And the finest distribution service 
in Chicago is Crooks Terminal Warehouses. 








Ample room in specially constructed fire-proof 
storage buildings, expert handling, accurate and 
swift shipment, experienced management, and 
low rates make Crooks Terminal the choice of 
many large merchandisers who dominate in this 
market. Write for details. 









CROOKS TERMINAL WAREHOUSES, Inc. | 
Chicage e Kansas City € Les Angeles . 
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Written Especially for You! 
«+ « 64-page book on TRAFFIC MANAGEMENT 


‘Read about “The Traffic Manager who Saved his Year’s 
“The Story of a Town that Hired a 
Traffic Manager”—the new opportunities in the Traffic field 
—and the simple, scientific home-study training, prepared in 
collaboration with 175 of America’s foremost traffic author- 
ities, which can qualify YOU to assume the well-paid, im- 
portant management duties every ambitious man wants! 
LaSalle has prepared this elaborate, illustrated booklet in 
order to tell you, without obligation, how to realize a real 
career in Transportation. It is informative and valuable for 
clerk and Traffic Manager alike—and it is yours for the 


Address Dept. 795-T 


LaSalle Extension University, Chicago, Ill. 


Give MAGIC WINGS to your 


SHIPMENTS 
2500 MILES OVERNIGHT 


Latin American countries. 
*One organization—one re- 


sponsibility. 


service 


Salary in a Month’— 
e: 
; on the 
iggins: 
purchase 
So. 
asking. So write for it today. 
ine, Pan- 
ard 65: 
er Darby, 
Upper 
ard 66: 
© operate 
ws: 
operty of 
- Nation-wide unified service— 
ladelphia, border-to-border, coast-to- 
coast. 
10 operate *Day and night service. 
*Prompt pick-up and spe- 
cial delivery at no extra 
et al. charge—door-to-door. 
: *Fast co-ordinated 
line from between swift trains and 
planes. 
om we *Reaches 215 cities in the 























Low Rates 

















Geo. Sealy, President 

















U. S. and Canada and 32 


Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 


OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 
and Houston, Texas 


*Low, economical rates. 
For prompt service or infor- 
mation telephone any Railway 
Express office. 


AIR EXPRESS 


DIVISION 


RAILWAY EXPRESS AGENCY 





SAILINGS: 


Quick Dispatch 


From Philadelphia ....... Wednesdays and Saturdays 
From Norfolk to Houston ........+..+++Th 


ursdays 


From Houston to Philadelphia . Mondays and Thursdays 
From Houston to Norfolk ..............+ Mondays 


Thru Package Cars 


GENERAL OFFICES: 


1360 Broad Street Station Bldg., PHILADELPHIA, PA. 





EXPORTERS IMPORTERS 


COASTWISE SHIPPERS 


FOR SPEED and EFFICIENCY 
ROUTE 


GALVESTON 
America’s Port of Quick Dispatch 
GALVESTON WHARF COMPANY 


Established 1854 








F. W. Parker, V. P. & G. M. 
Kansas City Office—434 Board of Trade Bldg. 


~~ 


4 


nee The Trafte World 














PORT 
HOUSTON 


Modern warehouses and 
equipment 
ceiving and forwarding of 
your freight in the quickest 
possible time at the lowest 


possible cost. 


We welcome specific ques- 
tions relative to our facili- 


ties, rates and sailings. Please 


address— 











insure the re- 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 


Sacccscacecscaccesceccncescscccssccacesassscoccszeseseseucccccccscecocasaaaasoseseey 


MOoREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 


NEW 


BALTIMORE, Seaboard Bids. 
ericAcb, 33 ‘State Street 
On ROUGE, 1738 ae. St. 


PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 


tom BOSTON, AL Ce. TAMPA to NEW Spare 


ie PHIL ADELPHIA and ALTIM 
Ww a ery PHILADELPHIA, 

BALTIMORE NEW BEDFORD end BOSTO 
LE W BEDFORD, BOSTON end PHILADELPHIA 


ORE to 


OBILE to 
From TAMPA to PHILADELPHIA and 
Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and iremaege et Inc., Agents 
ADELPHIA, Bourse Bids 


W YORK, 5 Broadway 


St LOurs, Reilway Ex 


ME 
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MPHIS, Cotton E: a 
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PROFESSIONAL SERVICES DIRECTOR 


Attorneys at Law — I.C.C. Practitioners — Commercial Traffic Managers — Traffic Bureaus 


Y The Traffic World 


July 11, 1936 
Serial Page No.100 








Attorneys at Law and Interstate Commerce Commission Practitioners 


Alphabetical Index 


(Listings are Arranged Geographically) 


.. Washington, D. C. 
.New York, N. Y. 


Harry C. Ames......... 
Charles E. Cotterill 











G. H. Dilla.... . Cleveland, Ohio 
H. D. Driscoll. . Washington, D. C 
Thomas E. Grady... .Miami, Fla. 
Edward A. Haid St. Louis, Mo. 
Lyle L. Iversen......... Seattle, Wash. 
T. P. Goamlem.......... . Chicago, Ill. 
EE Houston, Texas 


This Directory has been designed to provide 
shippers and carriers with a central source of 
information on practicing attorneys at law 
and I. C. C. practitioners equipped to handle 
cases before state commissions and the 
Interstate Commerce Commission. It is 
published in the second issue of each month. 








WASHINGTON, D. C. 
HARRY C. AMES 


Successor to Keene & Ames 
Attorney at Law 
Formerly Attorney and Examiner, I. C. C. 
Transportation Bldg., Washington, D. C. 









WASHINGTON, D. C. 
H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building, Washington, D. C. 
Oklahoma City Office, Terminal Bldg. 

Tulsa, Okla., 1503 E. 27th St. 





Commercial 


Alphabetical Index 


(Listings are Arranged Geographically) 
Big Four Freight Traffic Assn. Chicago, Ill. 
Earl Girard . a .Chicago, III. 
T. J. McLaughlin . ‘Washington, D. C. 
Sanford Peters ; .... ..New York, N. Y. 
Henry J. Saunders. . Washington, D. C. 
The Service Bureau Co... .Cincinnati, Ohio 


a 
Here for the first time is organized informa- 


tion on accredited commercial traffic man- 
agers and bureaus throughout the country— 
specially equipped to render valuable service 
to shippers. Traffic managers will find this 
section of the Directory of material aid in 
getting outside assistance when pressed for 
time on special work, and in answering in- 
quiries made of them by smaller shippers 
who wish to employ specialists in traffic on a 
part-time basis. The Guide is published in 


the second issue of each month. 






















MIAMI, FLORIDA 
THOMAS E. GRADY 


Interstate Commerce Commission 
Practitioner and Statistician 





Special attention to matters before the 
Interstate Commerce Commission and 
other rate regulatory bodies 


SURVEYS AND ANALYSES 


Rail, Water and Motor Transportation. 
Electric, Gas and Water, Public Utilities 


Associates 
John A. O’Rourke 
A. C. Spires 
Interstate Commerce Commission 
Practitioners 


B. M. Grady, Statistician 


BISCAYNE BUILDING 
MIAMI, FLORIDA 




















CHICAGO, ILL. 
T. P. SCANLAN 


I. C. C. Practitioner 
Rate and Tariff Practice 
Member: Traffic Club of Chicago, Assn. Practitioners 


1608 Milwaukee Ave. Chicago, IIl. 





ST. LOUIS, MO. 





EDWARD A. HAID 


Attorney at Law 
Railroad and motor carrier practice before the commission 


1900 Boatmen’s Bank Bldg., St. Louis, Mo. 












WASHINGTON, D. C. 
T. J. McLAUGHLIN 


Traffic Counselor 

Interstate Commerce and State Commission Cases 
Rail and Truck Cost Analyses 

1010 Earle Bldg., Washington, D. C. 








WASHINGTON, D. C. 






HENRY J. SAUNDERS 


Consulting Engineer, Statistical 
and Accounting Analyst 
Studies of Operating Costs and Traffic 


644 Transportation Bldg. Washington, D. C 









CHICAGO, ILL. 
Big Four Freight Traffic Association 


Freight Auditors — Routing Control 
Tariff Compilers 


1608 Milwaukee Ave., Tel. Armitage 3470, Chicago, Ill. 





















NEW YORK, N. Y. 
CHARLES E. COTTERILL 


Attorney at Law 
Motor Carrier Regulation 


70 East 45th St. New York City 








CLEVELAND, OHIO 
G. H. DILLA 


I. C. C. Practitioner 
jmecieiain n Practice before the Commission 
—s of Practitioners before the I.C.C, 


3812 Sauer Ave. Cleveland, Ohio 











HOUSTON, TEXAS 
JAMES J. SHAW 


Attorney at Law 
Traffic and Transportation Litigation 
Am. Bar Assn., Texas Bar n., Assn. Practitioners 
1605 Sterling Building, Houston, Texas 






SEATTLE, WASH. 






LYLE L. IVERSEN 


Attorney at Law 
and Commerce Counsel 


1519 Northern Life Tower, Seattle, Wash. 


MAKE IT HANDY 


for your business friends to find your professional card 


when they want to get in touch wi 
someone to you. 


you or refer 
Print your card in the Guide. 





Traffic Managers and Traffic Bureaus 











CHICAGO, ILL. 
EARL GIRARD 


Specializing in Motor Carrier traffic service, including 
permits, certificates, and all other matters involved in 
the Motor Carrier Act of 1935. 


767 Milwaukee Ave., Chicago, Ill. Tel. Hay. 3585-6-8 











NEW YORK, N. Y. 
SANFORD PETERS 


ine Pe gage Service 

fie 
——_ Counsel: be, yt Pay rms 
551 361 Filth Ave., New I York Tel. Vanderbilt 3-6422 











CINCINNATI, 
THE SERVICE BUREAU CO. 


OHIO 


A. G. Linnemann R. A. Ellison 
Traffic and Transportation Specialists 
Interstate and State Practice C. Practitioners 


Neave Building, Cincinnati, Ohio 





July 23—Memphis, 
aminer Peyser: 


BMC 71154—Application Film Transit Co., Memphis 


erate as common carrier. 


July 23—St. Louis, Mo.—Coronado Hotel—Examiner Lawton: 
BMC 50141—Application of E. A. Brannon, Vandalia, IIl., 


as common carrier. 


July 23—Philadelphia, Pa.—Chamber of Commerce—Examiner Sullivan: 
BMC 60143—Application of P. B. W. Transportation Co., 


Pa., to operate as contract carrier. 


July 23—Philadelphia, Pa.—Chamber of Commerce—Examiner Sullivan: 
BMC 50433—Application of Shore Transportation Co., 


N. J., to operate as common carrier. 


July 23—Washington, D. C.—Examiner Shanafelt: 
* |. & S. 4218—Terminal Services at Piedmont & Northern Ry. points. 


July 23—Detroit. Mich.—Hotel Fort Shelby—Examiner Later: 
* BMC 48654—Application of John P. Fleming Driveaway Service, De- 
troit, Mich., to operate as common carrier. 


Tenn.—Peabody Hotel—Joint Board 51 and Ex- 


, Tenn., to op- 


July 23—Jacksonville, 


Fla.—Hotel Mayflower—Examiner Higgins: 
* BMC-F—Great Southern Trucking Co.—Purchase of property of 
National Convoy and Trucking Co. 


July 23—Jacksonville, Fla.—Hotel Mayflower—Joint Board 64: 


to operate Inc., merger. 


* BMC-F 43—Great Southern Trucking Co. and Lane Truck Lines, 


July 24—Washington, D. C.—Argument: 


Phila., 


Atlantic City, 


Finance 7132—Colorado & Southern abandonment. 


July 24—Hattiesburg, Miss.—Federal Bldg.—Joint Board 28: 
BMC 50655—Application of Gulf Transport Co., 
erate as common carrier. 


July 24—Idaho Falls, Ida.—U. S. Court House—Joint Board 29: 


Mobile, Ala., to op 


BMC 50781—Application of Clover Sturlin, Jackson, Wyo., to operate 


S. Market St., 


as contract carrier. 
—<—<*——_—_=_=£{_—O TT ——*$*£_$£{*$_$_=_***$_=_*—*—*_[=_—_———— 


TARIFF FILE WANTED—Suitable for regional or nation-wide 
freight bill auditing. Address, Box FFA-1, Traffic Service Corp., 48 
Chicago, Ill. 
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LAILAGH 


MILWAUKEE 
3 T PAUL 





PACIFIC NORTHWEST 


You couldn't find a more delightfully luxurious way to 
travel than on this air-conditioned, roller bearing flyer 
that is electrified for 656 mountain miles. 


And there’s no grander vacationland than the Pacific 
Northwest. Yellowstone and Montana Dude Ranches; 
Seattle and Tacoma—twin gateways to the Orient and the 
Puget Sound Country; Mt. Rainier, Mt. Baker, the Olym- 
pic Peninsula, British Columbia and Alaska. 


Lowest fares apply on the Olympian and the delightful 
meals are surprisingly moderate in cost. 


Get a free copy of our illus- 


Low trated “Pacific wreptepest 
Vacation Suggestions.” We 
Summer Fares also have special literature on 
= All-Expense Tours, which we 
Pulimans will gladly send on request. 
Tourist Sleepers inti tinea 
Coaches Passenger Traffic Manager 
The Milwaukee Road 
Union Station, Chicago, Ill, 


The MILWAUKEE Roa 
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PACKAGING 
EXPERIENCE 


The Traffic World 


But in the End We Found the 
Answer and Showed a Saving 


HIS case presented a knotty problem, 

but after laboratory diagnosis we devel- 
oped a more efficient and economical case. 
Application of Acme Steelstrap and scientific 
design were the answer. 


The product is a valve, weighing 105 pounds. 
We were able to trim off 22% Ibs. in the 
recommended box. Counting the lower-cost 
container and the saving in freight, we saved 
93 cents per case. 


But that’s not all. With Acme Steelstrap we 


obtained a case that’s opened by just snip- 
ping two straps. No nails to pull, and the 


1. Here’s the box as it reached my laboratory for a 


thorough “‘health check-up.”’ 


2. This is a photograph of the base of the new case. 
The cradle blocks hold the valve securely when it 
is strapped with Acme Steelstrap to the base. 


valve is removed from the cradle blocks by 
snipping two straps. Quick, simple, secure. 


No matter what you ship, and whether you 
use boxes (wood or fibre), bales, crates, or 
what not—let me give your shipping pack- 
ages a thorough, free diagnosis in my labora- 
tory. My more than 50 years’ experience 
with every kind of shipping problem has 
been of service to thousands of shippers. 


Send me your case for study. I’ll send you 
My Strap-Book. Or, I'll send Steelstrap and 
equipment to try yourself. No obligation. 


Vol. LVIII, No. 3 


PACKAGE 
CHECK-UP 


3. Now the valve is secured to the base and blocks 
with Acme Steelstrap band. It’s certainly easy to 
pack this way. 


4. Here’s the finished “‘package.’’ The top of the box 
has been placed over the base like a hood, and then 
secured with two ——- of Acme Steelstrap 

nd. 


July 
























How to keep from NING IN DUTCH 





ET in wrong with a customer over a fice of Safety First! Freight shipments, as 
freight service failure? Don’t let it well as passengers, get prompt attention 
happen again! Make up your mind to and proper care on the Chesapeake and 
keep out of trouble from now on...decide Ohio. {| Treat yourself to freedom from 


to use Chesapeake and Ohio Safety First shipping worries. Chesapeake and Ohio 
Transportation. {| Here’s service that’s on will get your freight*there on time and in 


time, all the time! And never at a sacri- A-l condition. You can depend on it! 


‘had 


The Road That Service Built 








Vol. LVIII, No. 3 
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